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MOTOR VEHICLE 


SPARE PARTS PROBLEMS AT YAROSLAVL' PLANT 
Moscow SOTSIALISTICHESKAYA INDUSTRIYA in Russian 10 Oct 81 p 2 


[Article by V. Kurapin: "So That Spare Parts Will Not Break into Pieces. 
Economize in Large and Small Matters." 


[Text] If the engine is the heart of a motor vehicle, tractor or other machine, 
then the crankshaft can be rightly considered to be the heart of the engine 
itself. The crankshaft is made of expensive high-alloy steel and must be 
machined with great accuracy. 


Let's take, for example, the crankshaft for the most powerful 12-cylinder 
diesel engines produced at the Yaroslavl Motor Plant [YaMZ], used in K-70] 
tractors and in heavy-freight quarry dump trucks. Special chrome-vanadium 
steel is used to produce the crankshaft, so each assembly weighs 145 kilograms. 
It is not surprising that such a crankshaft, which can be delivered by our 
engine builders as a spare part for an engine, costs exactly R750. 


Isn't that expensive? Yes, it is. But how are these crankshafts treated at 
plants, after they have used up their initial service life? Since the 
technology for rehabilitating these complicated assemblies is usually lacking 
at the plants, the majority of these used crankshafts are sent to be used as 
metal scrap. How much expensive steel is being remelted! 


Or rather, it used to be remelted, but is not at present. The reason is that 

a specialized section for rehabilitating crankshafts used in BelAZ [Belorussian 
Motor Vehicle Plant] dump trucks and K-701 tractors was set up at the Yaroslavl' 
Motor Plant of the "Avtodizel” ["Autodiesel"] Industrial Association. I 

visited this section with I. Chuprasov, chief of the laboratory for 
reconditioning assemblies, subordinate to the plant's Operations and Maintenance 
Department. Igor’ Vladimirovich showed me two identical crankshafts for a 
diesel engine and asked me to determine which one was new and which one had 

been repaired. I really could not spot any difference between them. It 
appeared that there could not be assemblies any newer than these two. 


I. Chuprasov explained to me: "That crankshaft has just been manufactured. 

We received the other one from one of our country's motor vehicle repair plants 
and it was no longer suitable for further use. But now, after being 
rehabilitated according to our technology, it can serve for an additional 











5,000 to 6,000 hours." 


After the section for industrial repair of crankshafts used in YaMZ-240 engines 
was organized at the plant, more than 4,000 scarce assemblies got a second life 
at the plant. The question might arise: "Just how can a large specialized 
industrial association, ~1ch as ‘Avtodizel,' rehabilitate assemblies which have 
expended their service lives? How can it take upon itself such an additional 
burden? It is worth the trouble, as the saying goes?" 


"It's worth it," affirms V. Doletskiy, chief engineer of the association and a 
laureate of the USSR State Prize. "It's worth it because there are about 850 
large and small enterprises in our country now which repair motor vehicles and 
tractors equipped with YaMZ engines. The majority of these enterprises use 
their own rather primitive technology for rebuilding worn-out components and 
many enterprises only use new spare parts. So it turns out that each year, 
motor vehicle manufacturers expend as much as 40 percent of their metal 
consumption to fabricate spare parts which break into pieces, as before." 


These data are also well-known: each year in our country, about R2 billion are 
expended to repair and maintain motor vehicles and their assemblies. More than 
one-third of the lathes are occupied with producing spare parts. 


Nf course, we should reflect upon these figures. They were reflected upon at 
"Avtodizel." At the association, a comprehensive system for industrial 
rehabilitation of diesel engines was developed. The system provides for 
creating uniform technical documentation for major repair on an industrial 
basis and developing new processes for repairing components, so that these 
processes might be subsequencly introduced at repair plants. The first half of 
the task pursues the goal of increasing the second service life for engines to 
90 percent of the first life. The second half seeks to sharply curtail spare 
parts consumption. 


At present, development of standard association-wide technical documentation 
for major repair of YaMZ engines by industrial methods in the “Avtodizel" 
association has been basically completed. The documentation has been given to 
the 62 largest repair enterprises. In particular, with the aid cf the 
Yaroslavl’ employees, industrial methods for renewing the service lives of 
components which had previously been sent for scrap, are now being introduced 
at plants in Belgorod, Engel's and the kazakh city of Atbasar. 


After extensive information had been collected and correlated, technology for 
rehabilitating crankshafts used in the powerful YaMZ-240 engines was the first 
thing to be created and assimilated. These engines are installed in BelAZ 
heavy-freight dump trucks and K-/01 tractors. Why begin with these engines? 
Because they operate in especially complex conditions. Their loads are very 
heavy. The technology provides for repairing worn-out assemblies by the fusing 
method. The plant's specialists designed and produced, without assistance, 
unique equipment for heat treatment of components. All of this is now paying 
for itself a hundred time over. As tests show, the service life of crankshafts 
has now been extended by more than 1.5 times. 
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RATLROAD 


PROGRESS REPORT NOTES CONTRIBUTIONS OF VARIOUS NATIONALITY GROUPS 
Moscow STROITEL'NAYA GAZETA in Russian 23 Dec 81 p 2 


[Article by anonymour "Observer:" ‘Sponsors on the BAM. Who Is Ahead? Who 
Is Lagging Behind?"] 


[Text] Thus far on the Baykal-Amur Main Line [BAM] about 
2,300 kilometers of the main tracks have been laid (out of 
an overall length of 3,500 kilometers for the BAM-Tynda- 
Berkakit line). Of these 2,300 kilometers, 860 have been 
put into permanent operation, 994 are in temporary 
operation and there is operational traffic along more than 
450 kilometers. More than R400 million have been expended 
on housing, general cultural and municipal services projects. 
More than 300,000 meters’ worth of housing space have been 
completed, as have schools to accomodate 5,072 students and 
kindergartens for 2,295 children. 


"Provide Armenia's heat to Siberia." With those words, 
written on the tall smoke-stack of the boiler house, the 
Tayura Station greeted the members of the state commission 
which accepted from Armstroybam [Armenian Construction for 
the BAM] railroad buildings and settlements built by 
construction workers from Armenia. The small town with white 
stone apartment buildings and general cultural establishments 
was presented for use. 


This report from STROITEL'NAYA GAZETA's own correspondent about the work of a 
sponsoring organization is one of many reports arriving from BAM construction 
sites. Sponsorship of this great building project has reached proportions 
unheard of until now and has truly become a national concern. In response to 
the summons from the CPSU Central Committee, construction and design 
organizations from all the union republics, as well as from a series of cities, 
oblasts and krays of the RSFSR are participating in building the main line. 


Here is how the sponsors are working now on the western (from Ust'-Kut to 
Tynda) and eastern (from Tynda to Komsomol'sk-na-Amure) sections of the BAM. 











Western section 


On the eve of the October Revolution holiday, the state commission accepted 
for permanent operation the completed complex of buildings on the Lena-Kunerma 
section. This means that construction is basically complete for six housing 
areas along the section and installations at the terminal. The architecture 
of each housing area and passenger terminal has the national characteristics 
of the republic, oblast or kray whose representatives built it. Particularly 
beautiful is the Niya sett .ement, built by sponsors from Georgia. Food and 
manufactured goods stores, a consumer service establishment, movie theater, 
post office and even the settlement's soviet are gathered under one roof at 
the commercial and public services center. Next to the center are the 
buildings housing the school and the kindergarten and also some 4-story 
apartment buildings. Around the center are 2-story semi-detached houses. 

The industrial zone of the railroad station with its passenger terminal durably 
constructed of basalt, tufa and other types of facing stones is located 600 
meters from the commercial and public services center. 


The settlements differ one from the other by their unique topography and the 
individual appearance of passenger terminals and some other buildings. This 
year, workers from Stavropol and Krasnodar Krays (at Lena Station), 
Chechen-Ingush, Dagestan and North Osetian ASSRs (at Kunerma settlement) and 
Rostov Oblast (at Kirenga settlement) did zood work in constructing these 
buildings. After the settlement at Niya was put into operation, the builders 
from Georgia took new obligations upon themselves and are speeding up 
construction of yet another settlement, in Chita Oblast at Ikab'ya Station. 


However, the work of some sponsors on another segment of the main line's 
western section is causing alarm now. The Tynda-Ust'-Nyukzha segment is 337 
kilometers in length and is supposed to be put into permanent operation during 
the current 5-year plan. Workers from Turkmen SSR (at Larba Station), 
Chelyabinsk Oblast (at Ust'-Nyuzhka Station) and Perm'Oblast (at Dyugabul' 
Station) got down to building their settlements after a considerable delay. 

As a result, the three groups fulfilled the yearly tasks for construction and 
installation work through the first 11 months by only 19.4, 11,% and 1.2 per- 


cent, respectively. 





The sponsors from Omsk are not fulfilling their obligations. So far, they 
have not begun working at Lopcha Station. A construction organization has nct 
‘even been set up at the station. Yet, measures for building up this 
settlement were already developed by Omsk Oblast representatives in 1979. 


Unsatisfactory work in constructing these settlements might delay stationing 
the operational personnel of the Baykal-Amur Railroad in them and negate the 
efforts of other groups working as hard as possible on the Tynda-Ust '-Nyukzha 
segment. Such groups as the one from Sverdlovsk, for example, which is 
completing construction of the Khorogochi and Kuvykta settlements. Or the 
Moscow group which has been building the city of Tynda since 1975. The Moscow 
workers have already turned over the operational use 130,000 out of 216,000 
meters? of the total living space, plus schools, kindergartens and a 

hospital. 











Workers from Leningrad are rapidly constructing yet another city, 
Severobaykal'sk, scheduled for completion by 1985, simultaneous with 
completion of the Kunerma-Nizheangarsk section. Just during this year, they 
turned over for operational use four apartment buildings. 


New groups of workers are constantly joining in the work at various points on 
the main line's western part. Workers sent from Estonia started constructing 
the first apartment buildings in Kichera settlement on the Buryat section. 

A construction train from Lithuania is picking up speed in Novyy Uoyan. 
Belorusbamstroy [Belorussian BAM Construction ] is expanding operations in 
Muyakan. Sponsors from Kazakhstan are preparing to construct settlements on 
the Chita segment. 


Eastern section 


Last year on this section, the railroad segment from Berezovka to 
Komsomol'sk-na-Amure was handed over for operational use. Only two sponsor's 
groups are now peda on this segment. Workers sent from Altay Kray must 
complete 1,900 meters* of living space this year in Evoron settlement. 
Construction workers from Tambov Oblast must finish two apartment buildings 
and a kindergarten to accomodate 160 children in Khurmuli settlement. However, 
due to unsatisfactory work by the sponsors, activation of these projects is 
threatened with disruption. 


The failure of these groups might have been explained, let's say, by a lack of 
construction materials. But construction workers from Novosibirsk, for 
example, are laboring in analagous conditions. They are constructing 
Postyshevo settlement on the Urgal-Berezovka section which is planned to be 
put into permament operation next year. Meanwhile, this group of workers 
already exceeded the year's volume for construction and installation work in 
11 months. Also, the sponsors from the Tajik SSR are working hard in 
completing construction of Soloni settlement. 


But not all sponsors are working with complete efficiency on this section. 
The workers representing Saratov, Volgograd and Penza Oblasts are lagging 
behind now. 


Sponsors from the Ukrainian SSR, Moldavian SSR, Moscow, Ul'yanovsk and 
Kuybyshev Oblasts are building settlements on the last section from Tynda to 
Urgal. Work is proceeding there at the requisite pace, largely due to the 
attention being paid to the sponsors’ work in these republics and oblasts. 


Some conclusions 


The form of sponsorship which has arisen on the BAM by republics, krays, oblasts 
and individual cities showed itself to be very positive. New possibilities 

are also being revealed for organizing competition among the construction 
workers from individual republics and oblasts. Those sponsoring 

organizations which are staffed with the most advanced representatives of 

their regions and which receive constant organizational, material and 

technical assistance from their home areas, are having the greatest success in 

















the competition. 


Work in the complicated climatic conditions of the BAM requires an optimal 
organizational structure in the subdivisions. The most acceptable form for 
organizing the sponsors’ workers is recognized to be the construction train, 
whose administrative structure permits efficient resolution of questions 
arising in complex conditions. But today on the eastern section of the BAM, 
this form of organization by itself is considered to be already insufficient. 


As a rule, constructing contemporary settlements on the BAM is connected with 
installing equipment and enlisting the services of specialized installation 
subdivisions. Specialized sections are being formed to centralize all 
installation work of several sponsoring organizations. These new sections 
bring personnel levels up to strength and directly organize installation work. 
This makes it possible for the sponsors themselves to completely construct 
settlements without resorting to the services of subcontractor organizations 
from the Ministry of Transport Construction. 


The workers from the organizations sponsoring the BAM have been entrusted with 
a difficult and honorable task: to create comfortable, well-equipped 

housing in sufficient quantity along the main line, which will help resolve 
the problem of attracting people to this region. Those sent from various 
parts of the country must constantly remember the importance of this task and 
their obligations to this great construction project. Sponsorship is first 
and foremost a specific matter which can be called a matter of honor for 
everyone sent to work on the BAM by republic, kray, oblast or city. 


9887 
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RAiLROAD 


TRANSSIBERIAN RAILROAD REPAIRS REPORTED 
Repairs Noted 
Moscow GUDOK in Russian 4 Oct 81 pl 


[Article by V. Semenov, chief of Track Maintenance Service and N. Yachmenev, 
secretary of the party organization: ‘Reliable Tracks for the Transsiberian 
Railroad" ] 


[Excerpts] The track maintenance workers of the Kemerovo Railroad fulfilled 
the year's plan for major repair on September 25, 3 weeks ahead of schedule. 
Almost 200 kilometers of stee] tracks were renovated, with 116 kilometers of 
the total being on the Bolotnoye-Mariinsk Transsiberian Route. The workers 
also completed intermediate repairs ahead of schedule by replacing 33 
kilometers of old rails with new. 


This made it possible to increase train speed on 166 kilometers’ worth of 
track. Track conditions were evaluated as having improved two-fold, compared 
with last year. 


The extensively developed socialist competition among the subdivisions for 
an early completion of the plams and obligations of the first year of the 
five-year plan encouraged the maintenance workers’ success. Due to the high 
level of labor activism by machine operators and track fitters, an average of 
250 meters of track grids over and above the task were laid on the Trans- 
siberian Railroad during an "opening™ [pre-arranged period of little or no 
traffic]. 


Striving for a worthy reception of the anniversary of the Great October 
Socialist Revolution, the track maintenance workers decided to perform major 
overhaul of 15 kilometers of tracks, over and above the plan. They also de- 
cided to complete the finishing work on the track section before mid-October, 
so the steel rails might enter the winter in good condition. 

Correspondent's Comments 
Moscow GUDOK in Russian 4 Oct 81 p 1 
[Article by V. Denisenko: "GUDOK Correspondent's Commentary" ] 


[Excerpts] The Kemerovo Railroad's track topography can hardly be called 
smooth. Especially on the Transsiberian section, where there are many curves 
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and gradients over the entire 242 kilometer route. As it is, driving a train 
on the route is a complicated matter and speed has declined recently to 60 
kilometers per hour on many open lines, due to the tracks wearing out. More 
and more frequently, the yellow warning light has been burning, which delays 
passenger and freight trains. 


This happened for various reasons, including miscalculations by the track 
workers, who were unble to properly organize major repair of the rails during 
the summer of 1980. They drew the correct conclusions from this miscalcula- 
tion and thus, began preparing in advance for the new repair season. Rail and 
tie grids were stored at three rail section assembly bases and deliveries 

of asbestos ballast were heavy. 


A large reserve--64 kilometers of track grids and 153,000 tons of ballast-- 
enabled the workers to boldly enter the major repair season. Until July, 
there were no interruptions due to shortages of materials for the tracks' 
upper structure. The high tempo of work lasted until the beginning of the 
summer's massive passenger traffic. 


The workers of TMS-179 [Track Machine Station-179] took their first "opening" 
on the main route on April 17, 2 weeks earlier than usual. And straight 
off, they laid 2,100 meters of track, whereas the task was 1,860 meters. 


This challenge for labor competition was addressed to the workers at TMS-23. 
The challenge was accepted. During individual "openings," the machine 
operators laid 2,700 meters of track grid. That was the sort of work tempo 
achieved on the Transsiberian section under the most complex conditions. 


Well-prepared @quipment, such as track-laying and dismantling trains and 
special-purpose rolling stock, operated in a more stable manner this year. 
Changes introduced into the production process had a noticeable effect. For 
example, on a number of track sections, a VPO-3000 [Flattening and 

Tamping Machine-3000] was run in front of an electric ballasting machine. 
After this was done, it was easier to climb a slope. Of the machinery, two 
bulldozers and two road graders began to be used together for cutting con- 
taminated ballast. Preparing the "bed" of the ballast filling for the track- 
laying equipment was speeded up. Track fitters and securers operated in a 
much more coordinated manner. Also, the railroad's control apparatus operated 
reliably and economically by conducting service trains to designated open 
lines. 


It must be specially noted that the machine operators hardly ever extended 

an "opening." Due to their efforts and a great deal of help from the track 
workers of the Tayga and Anzhero-Sudzhensk track sections, reliable tracks 
have been provided to the Kemerovo Railroad's main route. Over this entire 
route, passenger trains are travelling today at a speed of 100 kilometers per 
hour and freight trains are going 80. 








A great deal of work on the Transsiberian section was done, but not to the 
detriment of major repair planned for the railroad. The repair work was 
successfully executed everywhere and track conditions on the eve of winter 
were evaluated as being at the 55 level. This is a four-fold improvement 
over 1 September 80. The number of unsatisfactory kilometers of tracks was 
reduced by 282. The mainline's track workers are confidently entering winter. 


However, we must say that the results might have been better if TMS-239 and 
TMS-2 had worked more persistently. They did not fulfill the task for output 
during "openings" and frequently allowed the "openings" to be extended. Due 
to frequent equipment failures, train speeds did not reach 60 kilometers per 
hour, after repairs had been done. Many kilometers of track had to be 
manually laid by fitters. And there were other errors. 


We are confident that the track workers on the Kemerovo Railroad will take 


into consideration the failures of the past period of rush work and will 
further develop their success next year. 


9887 
CSO: 1829/127 


10 











RAILROAD 


RAILWAYS MINISTRY OFFICIAL DETAILS DEVELOPMENT OF LOCOMOTIVE REPAIR 


Moscow ZHELEZNODOROZHNYY TRANSPOPT in Russian No 9, Sep 81 (signed to press 


8 Sep 81) pp 7-12 


[Article by P. I. Kel'peris, Chief of the Main Administration for Locomotives, MPS 


[Ministry of Railways]: 


"The Development of the Locomotive Industry"] 


[Excerpt ] The past five-year plan encompassed the rebuilding and construction of 
more than 300 locomotive installations, the manufacture and putting into operation 
of more than 10,500 units of technological equipment, and the preparation, installa- 
tion and starting of operation of 154 flow lines for repair of the various types 


of locomotive equipment and 40 shops with a complex of flow lines. 


However, on 


the whole the locomotive repatr base at present still does nct fully meet the re- 
quirements both in a quantitative regard (a shortage of spaces and repair stalls) 
and in a qualitative regard (the opportunity to employ progressive technology). A 
situation has evolved wherein on the one hand, the development of the repair base is 
lagging behind the growth of the fleet of locomotives in operation and on the other 
hand, a number of railroads which have produced areas are not using them with suf- 


ficient effectiveness. 


Names of Depots 


Ashkhabad 

Pet rozavodsk 
Daugavpils 
Uzlovaya 
Murom 

Yudino 
Krasnoufimsk 
Sol 'vychegodsk 
Vologda 
Zhmerinka 
L'vov-Zapad 
Imeni Tarasa Shevchenko 


Table 1 


Extent of Operation of the Planned Ca- 
pacity of the TP [Current Repair] - 3 
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Shops, in percent 


In 1974 





80. 
63.75 
60 .67 
71.43 
87.33 
62.3 
69.33 
88.67 
88 . 46 
65.32 
67.76 


In 1980 





76.8 
81.5 
82. 
70.28 
34.33 
64 .67 
69.62 
94. 
83.33 
92.3 
85.55 
91.5 








Table I (Contd,) 








In 1974 In 1980 
Grebenka 79.4 85.4 
Debal'tsevo 52. 52.67 
Gudermes 84, 100. 
Kazalinsk 78.6 71.1 
Pavlodar -—- 52.3 


Table I shows how the production spaces are being used by the shops for TR-3 current 
repair of diesel locomotives in the large locomotive depots of the railroad net- 
work. As is apparent from this data, a number of shops for TR-3 current repair of 
diesel locomotives have unused reserves of capacity. At the Murom‘and Pavlodar 
depots they are dragging their feet in putting the planned capacities of the new 
TR-3 shops into operation, at Debal'tsevo we see a consistently low level of use, 
and in such depots as Ashkhabad, Petrozavodsk, Yudino, Vologda and Kazalinsk the 
1980 use of the production capacities of the shops has declined in comparison with 
1974. At the same time, in the locomotive depots of Sol'vychegodsk, Daugavpils, 
Zhmerinka, Imeni Tarasa Shevchenko, and Gudermes the use of the capacity of the 
current repair shops is improving and is close to the full mark, 


In accordance with the CPSU Central Committee and USSR Council of Ministers decree 
on "Measures for improvement of the work and comprehensive development of railroad 
transport in the 1981-1985 period," the llth Five-Year Plan calls for increasing 
the volume of construction and installation work in the locomotive industry to nearly 
2.5 times the level of the 10th Five-Year Plan. Also prescribed will be the con- 
struction of 26 TR-3 current repair shops, incluaing 16 shops for the repair of 
diesel locomotives (the depots of Komsomol'sk, Kinel', Vikhorevka, Ilanskaya and 
others) and a shop for repair of motor cars at station Anisovka and diesel trains 
at station Kishinev. Also slated to be newly built and strengthened are 41 TR-l 
current repair shops and a TO-3 technical servicing shop. In 19 motor car depots 
there will be rebuilding and building of shops and at six stations development of 
the construction of new motor car depots. In addition, at most of the TO-2 techni- 
cal servicing points we will complete the installation of prefabricated buildings 
made from light metal structures. 


Thus, the locomotive repair base is undergoing considerable growth in a quantitative 
sense. However, for successful fulfillment of order 10Ts of 1981 on “Improvement 

of the technical condition and enhancement of the system of technical servicing and 
repair of electric and diesel locomotives and electric and diesel trains" de- 
cisive importance will attach to the qualitative restructuring of the organization 
and technology of repair of locomotives, a restructuring which will enable us to 
increase the labor productivity of the repair workers and to step up the reliabil- 
ity of the fleet of locomotives in operation. 


In accordance with the MPS-approved plan the labor productivity of the locomotive 
workers is to increase by 10.8 percent in the llth Five-Year Plan; this includes 
1.3 percent in 1981. Also, the labor productivity of the repair workers should 





increase by nearly 2 percent merely as a result of the introduction of flow lines, 
diagnostic facilities, advanced repair technology, and other measures for the 
scientific organization of the work. 


Order 1OTs requires the diesel locomotive plants and the large locomotive depots 
to expedite the putting into operation of the flow-line method of repair of loco- 
motives and rolling stock motor cars. In this connection the railroads and repair 
plants must in the shortest possible time prepare schedules for introduction of 
the flow-line methods in the basic shops and insure strict fulfillment of tlese 
schedules. 


The All-Union Scientific Research Institute of Railroad Transportation (VNIIZhT) 
has developed standard technological processes of flow-line methods of repair and 
technological requirements for the TR-3 current repair plants and the TO-3 techni- 
cal servicing shops, processes designed for the organization of flow-line repair 
in the existing and future shops. To disseminate this progressive method, order 
10Ts calls for the preparation in 1982-1983 of standard plans for locomotive de- 
pots, TR-3, TR-2 and TR-l current repair shops, TO-3 technical servicing shops, 
and prefabricated structure auxiliary shops, all of which make for a reduction 

of the construction times and a flow-line organization of repair along with mech- 
anization and automation of the production processes, At the same time, the loco- 
motive workers of the roads and the workers of the departments and depots, without 
waiting for construction of the shops based on the new plans and the completion of 
remodeling, must now take an active part in introducing the flow-line methods in 
the existing production areas. 


The experience of the advanced enterprises in respect to mechanization of labor- 
intensive repair work and preparation and use of flow lines (Sol'vychegodsk, 
Zhmerinka, Rybnoye, Krasnyy Liman, Gerogiu-Dezh, Lyangasovo and others) shows 
that even when there is an increased volume of repair and an incomplete supply of 
Spare parts, layover of locomotives for repair in the existing shops can be re- 
duced to 1/2 to 1/3 of the network average when there is a sufficiently high level 
of work quality. For example, in the locomotive depot of Sol'vychegodsk, Northern 
Railroad by full mechanization and improvement of the organization of the work, 
the layover of 2TEIOL and 2TEIOV diesel locomotives in TR-3 current repair was 
cut down to 2.5 days (the actual network average layover is more than seven davs) 
and a good quality of repair is maintained. In the locomotive depot of Zhmerinka, 
Southwestern Railroad the layover of TE 3 diesel locomotives in TR-3 current re- 
pair is 1.5 days. These and a number of other depots are required to repair not 
only the registered locomotives but also the locomotives of other depots of their 
railroad, 


It should be noted however that the task of reducing the layover of locomotives in 
repair must not become an end in itself. It is important that it be strictly in 
accord with the required program and the standard of quality of repair. In other 
words, it is necessary to achieve an optirum combination of these three indicators. 
The research of the VNIIZhT shows that for the typical TR-3 current repair shops 
with a computed program of 300 sections a year and the maintenance of the neces- 
sary level of quality of repair employing the mandatory rhythm of the flow-line 
method of repair, optimum length of repair of TE-3 and 2TEIOL(V) diesel loco- 
motives is 4 calendar days. This will also achieve the maximum yearly program of 
repair and the highest labor productivity of the repair workers. 
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Table 2 


Possibility of Increasing the Volume of 
Repair as against the Program Fulfilled 
in 1980 (taken as 100 percent), in per- 


Name of Depot eae 

Sol 'vychegodsk 170 
Daugavpils 163 
Grebenka 132 
Chernyshevsk 186 
Chu 217 
Khabarovsk 247 
Kazalinsk 200 
Ashkhabad 135 
Sarepta 198 
Petrozavodsk 147 


Table 2 shows how the output of locomotives from TR-3 current repair will increase 
in 10 locomotive depots if the TR-3 shops introduce the flow-line method of repair 
with mandatory 8—hour rhythm when there is set up for the seven-position flow line 
two locomotive sections daily (one on the first shift and the other on the second 
shift). 


In the llth Five-Year Plan the locomotive depots plan to put into operation 189 
flow lines, 177 mechanized positions for TR-3 current repair, and 105 for TO-3 
technical servicing of locomotives. The MPS plants and workshops will manufacture 
and deliver to the depots approximately 11,000 units of various kinds of optional 
equipment. At the same time, the depots’ manpower is required to manufacture a 
large quantity of equipment for the flow-line and mechanized positions. 


Expediting the process of putting in operation the flow-line method of repair of 
locomotives, especially diesel locomotives, in the TR-3 shops will enable us to 
provide for fulfillment of reduced norms fo. the periodic ‘repairs between the TR-3 and 
TP=-2 current repairs prescribed by order 10Ts and thereby to improve the techni- 

cal condition of the locomotive fleet. 


In the implementation of the plans for TR-1 current repair and TO-3 technical 
servicing in accordance with the new norms for between-repair periods decisive 
importance attaches to reduction of the time for fulfillment of TO-3. This task is 
also accomplished by the introduction of advanced organization and progressive 
technology of technical servicing, which make possible maximum use of the produc- 
tion spaces in the shops and the manpower and equipment with a high level of quality 
of inspection and repair. 


The initiator of introduction of the flow-line methods of TO-3 technical servicing 
of locomotives with mandatory rhythm was the Gor'kiy Railroad. In 1977 the loco- 
motive depots of Murom and Lyangasovo on this railraod equipped and put in oper- 
ation flow lines for the TO-3 technical servicing of diesel and electric loco- 
motives. In 1980 a more progressive flow line with technical diagnostic 











capability for locomotives was fitted out at the Osnova locomotive depot on the | 
Southern Railroad. 


The work of these depots indicates that the main reason for disruption of the 
rhythmic operation of the TO-3 flow line for diesel locomotives is excessive 
volume of work when there is need to replace large units and parts (work above 
the plan and unplanned work). When there is on hand a specialized brigade for 
the fulfillment of this work (on the reserve position), a brigade which order 
10Ts requires should be organized in all the depots, then the flow line operates 
rhythmically. This enables them to fulfill all the regulation-prescribed work 
for the technical servicing. With a normalized 8-10-hour layover (instead of the 
actual network average of 14 hours) and full operational control over fulfillment 
of the work, the result is superior quality of repair and a guaranteed level of 
technical condition of the locomotives. Also, the labor productivity of the 
mechanics is increased by 14 percent. 


In the 1977-1980 period the main administration for locomotives conducted at the 
Debal'tsevo, Popasnaya, Lyangasovo, Rybnoye, Murom, Sol'vychegodsk, Gomel, 
Baranovichi, Atkarsk, Osnova and other depots a number of advanced training net- 
work schools dealing with the introduction of progressive methods of repair of 
locomotives. In the preparation and conduct of these schools an active part was 
taken not only by the workers of the roads and depots--the organizers of the 
schools--but also by the specialists of the locomotive main administration and the 
associates of the VNIIZhT and the transport VUZ's. In the third quarter of 1981 

a network school for advanced training in diesel locomotive repair will be con- 
ducted in the locomotive depots of Ashkhabad, Tashkent and Bukhara on the Central 
Asian Railroad. The time of the operation of this school coincides with the 50th 
anniversary of the introduction of diesel locomotive traction in our country. It 
is a matter of honor for the diesel locomotive workers of this line to accomplish 
the preparation and operation of the school at a high scientific and technical 
level and for the locomotive workers of the other railroads to develop and rapidly 
and effectively introduce all of the new and advanced techniques in their depots. 


Deserving of special attention is the advanced work of the Sol'vychegodsk depot 

for technical servicing and current repair of the 2TEIOL diesel locomotives, the 
work of the Moscow Railroad collectives with respect to highly effective use of 

the locomotive fleet, the work of the Rybnoye depot for the development and intro- 
duction of new methods of monitoring the quality of the repair of electric loco- 
motives, the Lyangasovo depot for the development and introduction of technological 
equipment for the technical servicing and repair of locomotives, and the Atkarsk 
depot for over-all solutions for the problems of stepping up the reliability of the 
diesels and the auxiliary equipment of the diesel locomotives. In this last- 
mentioned depot they set up a mechanized complex for repair of the D100 diesels, 

a complex consisting of eight repair positions equipped with lift platforms, full 
jib cantilever cranes, jib arms for suspension of the screws, and other mechani- 
zation means. Introduction of the complex has made it possible to improve the 
quality of the repair, to step up the labor productivity by 12 percent, and to 
obtain an economic effect amounting to 83,000 rubles a year. 


At the same time, a number of substantiai difficulties arise in putting the flow- 
line method of locomotive repair into operation. The chief of these difficulties 











is the insufficient delivery to the locomotive depots of the flow-line optional 
equipment manufactured in the repair plants of the MPS. The plants of industry 
have been taking virtually no part in this important work. Despite this, the 
advanced collectives of the roads and depots are finding other effective ways to 
overcome these difficulties. Thus, the workers of the Southern, Belorussian, 
Pridneprovsk and West Kazakhstan railroads were some of the first groups to or- 
ganize--at the Osnova, Lida, Apostolovo and Chiili depots--sectors for the manu- 
facture of optional technological equipment and installation of it in their depots. 


The locomotive main administration is taking measures for further increase of the 
production of technological equipment for the depots by modernizing in the 1981- 
1985 period the repair and mechanical plants and the railroad shops. The execu- 
tives of the railroads to which the railroad shops are subordinate, as for example 
the Orenburg shop under the South Ural Railroad jurisdiction, must not load them 
up with auxiliary jobs to the detriment of production of locomotive equipment and 
they must help them with the necessary materials and manpower. 


An important task of the transport experts, the workers of the planning and design 
offices (PKB) of the main administration, and the engineers of the locomotive 
service organizations and depots is to develop new, improved technological 
processes for repair of the locomotives and their units as well as new instruments 
and facilities for diagnosing the cechnical condition of the locomotive systems 

and assemblies. This work must b~. geared for accomplishment of the two basic 

tasks which confront the locomotive workers in respect to improvement of the tech- 
nical servicing and repair of the locomotives: improving the technical status of 
the locomotive fleet in operation and stepping up the labor productivity of the re- 
pair workers. 


Taking an active part in the development of methods and means of diagnostic appraisal 
of the locomotives are the VNIIZhT, the PKB of the main administration, the Lenin- 
grad, Khar'kov, Moscow, Omsk, Rostov, Tashkent and All-Union correspondence in- 
stitutes of railway transport engineers, and the diagnostic laboratories of the 
Southern, Gor'kiy and Southwestern railroads. For example, the workers at the 
Osnova and Poltava depots on the Southern Railroad, in collaboration with the 
Khar'kov Institute of Railway Transport Engineers, have developed flow lines for 
TO-3 and TR-1 technical servicing, employing specialized technical means of checking 
for and searching out defects in the equipment. And at Yudino depot on the Gor'kiy 
Railraod they have developed stationary general-purp se technical facilittes for 
checking for and searching out defects. 


In accordance with the CPSU Central Committee and USSR Council of Ministers decree 
on "Measures for improvement of the operation and for comprehensive development of 
railroad transport in the 1981-1985 period," the Ministry of Instrument Making is 
developing for subsequent series production instruments, facilities and installa- 
tions for centralized control of the work of the diesel locomotives and a complex 
of facilities for stationary diagnostic examination of these locomotives. Exten- 
sive introduction of the automated diagnostic systems in the planning and pre- 
ventive system of technical servicing and repair will enable us to substantially 
increase the operational reliability of the locomotive fleet, to reduce the labor 
intensiveness of the repair operations and to achieve a saving of fuel and energy 
resources. The research of the VNIIZhT indicates that, for example, for the type 
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1OD 100 diesels of the mainline locomotives of the 2TE]Q series it is possible to 
obtain a diagnostic capability coefficient of 0.95. This will make it possible 
to reduce the labor consumption in TO-3 technical servicing by 25-30 percent and 
to cut down the number of unplanned repairs by 15-20 percent through prompt dis- 
covery of the defects which may cause a breakdown of the equipment. 


Another important locomotive industry problem which must be resolved in the 

llth Five-Year Plan, a problem which some railroads have already begun to re- 
solve, is the operation in the busy freight transport sectors of trains of in- 
creased weight based on the system of multiple units. This problem has developed 
for two reasons: the inadequate traffic capacity of some of the sectors and the 
need to increase the weight of the trains to handle the growing freight turnover; 
also, the fact that industry is lagging in developing and delivering to transport 
locomotives of large unit capacity—-diesel locomotives of 4,000 and 6,000 horse- 
power in a section and electric locomotives of 8-10,000 kilowatts. 


The lack of diesel and electric locomotives of large unit capacity is retarding 
the program for increasing the weight of trains from 3-4,000 to 5-6,000 tons on 

a run for a distance of more than 40,000 kilometers. Consequently, in the last 10 
years (1971-1980) the rates of increase of transport resulting from increased 
weight of trains fell to 27 percent from the 36 percent in the preceding 10 years 
(1961-1970). In a number of cases increasing the weight of trains is retarded by 
the fact that the most prevalent series of freight electric locomotives, the VL8, 
VL60K, VL80K, VL10 and VL1OU and diesel locomotives, the TE-3 and 2TE10L, are 

not practical for operation in the multiple-unit system, 


The railroads have now begun to receive series VL11 and VL80S electric locomotives, 
which can be used in multiple traction with control from the cabin of the first 
locomotive. Also coming in are three-section 3TE10M diesel locomotives. In the 
electrified sectors, where the heaviest freight is transported--coal, ore, oil-- 
the introduction of multiple traction makes possible full use of the length of 

the receiving and dispatching tracks of the stations. Multiple traction does away 
with the limitations on the weight of the train based on the traction character- 
istics of the locomotive, Thus, the estimates compiled in the VNIIZhT showed 

that on the Chelyabinsk-Valuyki line and in the Zima-Slyudyanka sector the aver- 
age train weight can be increased by 15-20 percent and on the Sverdlovsk-Gor'kiy- 
Moscow line by 10 percent. 


In the llth Five-Year Plan industry is to manufacture 1,400 three-section 3TE10M 
diesel locomotives, including 140 in 1981. In 1981 we will modify the Kolosovka- 
Bendery-Reni sectors for the servicing of three-section diesel locomotives and in- 
crease the weight of the mining block trains by 15 percent. The Dzhambul-Arys'‘- 
Chengeldy sectors will be modified for increasing the weight of shipping block 
trains by 25 percent on all lines from Karaganda to Tashkent. In addition, by 
modernization in the diesel locomotive repair plants of the MPS in 1981 we will 
form three-section 3TE3 diesel locomotives for operation in the Dzhul'fa-Minzhevan' 
sector. We are working out plans for modifying in the 1982-1985 period a number 
of other sectors for three-section diesel locomotives, dual traction, and oper- 
ation of electric locomotives on the multipule-unit system. 
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Extensive organization of the operation of the locomotives on the multiple-unit 
system, on the one hand, makes it possible to develop the resources needed for 
the steady progress of trains in the sectors and stations but on the other hand, 
it creates a whole series of problems and tasks. These resources will avolve 
from the 10-35 percent increase in the weight of the trains and, as a result, a 
corresponding reduction in the extent of movement and consequently also a reduc= 
tion in the degree of replenishment of the traffic capacities of the sectors; a 
reduction of the trip running times as a result of the establishment of some re- 
serve of locomotive capacity and traction; reduction of the number of malfunctions 
and stoppages of locomotives en route as a result of a 10-15 percent reduction in 
the load assigned to each section; a reduction in the number of cases of uncoupl- 
ing of locomotives from through trains because of malfunction, 


Organization of operation of the locomotives in the multiple-unit system requires 
the accomplishment of three bastc tasks: development and introduction of a system 
of remote control of the sections from a single post, a system which would make for 
efffcient regimes of operation of the sections (systems of this type are being de- 
veloped and tested in the VNIIZhT); preparation of an effective system for regu- 
lation of the locomotive fleet by means of a diverse sectional capacity for on- 
schedule delivery of a multisection locomotive for a heavy train; development and 
adaptation of the existing installations of the locomotive organization and repair 
base for equipping, technical servicing and repair of multisection locomotives, 


In resolving these new and complex problems it is desirable to make use of the 
available experience acquired in a number of depots in respect to operation of 
diesel locomotives in three sections. Among these depots are the Kandalaksha 
depot on the Oktyabr' Railroad (1972-1973, the 3TE3 diesel locomotives), the 
Atkarsk depot on the Volga Railroad (1974-1975, 3TE3 diesel locomotives), the 
Bendery depot on the Kishinev Railroad (1978-1981, 3TE10V and 3TE10M diesel loco- 
motives), and the Zhmerinka depot on the Southwestern Railroad (3TE3 diesel loco- 
motives). 


Thus, at the Atarsk depot, to provide for fulfillment of TO-3 of the 3TE3 three- 
section diesel locomotives at the technical service point [PTO] they lengthened 
the distributing mainline and added one sand bunker and increased the length of 
the pit for TO-2 technical servicing. However, the time for the TO-2 of three- 
section locomotives was increased 1.5-fold with the number of PTO mechanics un- 
changed. 


Beginning in 1980 at the Zhmerinka depot, on the initiative of the railroad and 
the depot, they have been operating a number of 3TE3 diesel locomotives in order 
to cut down at the Zhmerinka and Mogilev-Podol'skiy stations the number of cases 
of changing the weight of the freight trains proceeding to the L'vov and 
Moldavian railroads. Also, the weight norms for trains on the freight line rose 
to 1.3-1.5 times the previous level, The presence in the operating fleet of 30 
percent three-section diesel locomotives made possible the movement of 10 percent 
of the through trains without reprocessing at station Zhmerinka and at station 
Mogilev-Podol'skiy it made possible elimination of uncoupling of part of the 
trains on 80 percent of the trains of weight which exceeded the norm established 
in the Mogilev-Oknitsa sector. As a result, the average weight of a train rose 

by 5 percent, the’ number of stops for unplanned repairs was reduced by 40 percent, 
and the average daily run was increased by 7 percent. 
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The collective of the Zhmerinka depot, a leading one for many indicators, has car- 
ried out important preparation for the operation of three~section diesel locomotives. 
In particular, with its own manpower it rebuilt the technical servicing point, estab- 
lished additional installations for supplying the third section of the locomotive with 
fuel, oil and sand, and lengthened the pits and outfitted them with technological 
equipment. However, because of the insufficient length of the shop for TO-3 techni- 
cal servicing and TR-l current repair there is required uncoupling of the three-sec- 
tion locomotives, which impairs the dependability of the chains and increased 1.5- 
fold the duration of the TO-3 and TR-l operations. To eliminate the need for such 
uncoupling, the people at the Zhmerinka depot, using their own manpower, set up a 
prefabricated TO-3 shop building with a length of 84 meters and a crane jib assembly 
with a lifting capacity of 2 tons. Putting this shop into operation will also enable 
them to accept an additional number of three-section locomotives for full provision 
for advancing the trains of increased weight to the L'vov Railroad. 


Analysis of the technical status of the locomotive repair base of the railroads 

and depots which serve the sectors where they are introducing or planning operation 
of locomotives on the multiple-unit system shows that even if there is some short- 
age of TR-3 and TO-3 shops in these depots, it can be fully eliminated in the next 
few years by construction and rebuilding and mainly by a more effective organiza- 
tion and introduction of flow-line methods of TO-3 technical servicing and TR-3 
current repair, 





More worrisome is the substantial lag in fulfillment of TR-2 current repairs of 
diesel locomotives on the Kuybyshev, Alma-Ata, Moscow, South Ural and some other 
railroads. The locomotive service workers, must, as a first order of priority, 
carefully analyze the status of the locomotive service facilities and draw up 
plans for remodeling and strengthening them. It is also necessary to make full 
use of such large reserves for increased production capacity of the shops and 
Sectors as a stepped-up coefficient of shift work, full mechanization, the use of 
advanced methods of labor, and, primarily, flow-line organization of the repair 
process and widespread introduction of diagnostic facilities -and the complete sys- 
tem of control of the quality of the repair of locomotives. 


Actively participating in socialist competition for implementation of the historic 
decisions of the 26th CPSU Congress, for prescheduled fulfillment of the five-year 
plan, and for full maintenance of transportation of national economic goods and 
passengers, the workers of the locomotive service are directing their energy and 
initiative to the task of improving the operation and use of the locomotive fleet, 
to the preparation and widespread introduction of advanced methods of technical 
servicing and repair of locomotives, to increasing the production capacity of the 
technical facilities, and to stepping up the labor productivity. This creative 
work must equally engage the efforts of the widely known advanced collectives of 
the locomotive depots of Sol'vychegodsk, Rybnoye, Georgiu-Dezh, Zhmerinka, Krasnyy 
Liman and Atkarsk. Raising most of the depots to the level of the advanced enter- 
prises is our chief concern. Consummation of this large reserve will enable us 

to successfully resolve the difficult and crucial tasks assigned to the railroad 
workers by the Communist Party and the Soviet government in the llth Five-Year Plan. 
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PHOTO CAPTIONS [photos not reproduced] 
1. Overall view of the TR-3 shop in the Sol'vychegodsk depot. 
2. Mechanized position of repair of diesels in the Zhmerinka depot. 
3. In the electric machine shop of the Sol'vychegodsk depot. 
4. In the electric locomotive TR-3 shop of the Rybnoye depot. 


5. The TR-3 shop of diesel locomotives in the Zhmerinka depot. 


COPYRIGHT: Izdatel'stvo "Transport","'Zheleznodorozhnyy transport", 1981 


7962 
CsO: 1829/71 








RAILROAD 


DEPUTY MINISTER DISCUSSES SPARE PARTS, OTHER MATERIAL, TECHNICAL RESOURCES 
Moscow ZHELEZNODOROZHNYY TRANSPORT in Russian No 12, 1981 pp 5-9 


[Article by G.M. Korenko, USSR deputy minister of railways and chief of the Min- 
istry of Railways’ Main Administration for Material and Technical Supply: "In- 
tensify the Economy Effort in Expending Material and Technical Resources."'] 


[Excerpt] The decree issued by the CPSU Central Committee and the USSR Council 
of Ministers "Means for Improved Work and Comprehensive Development of Railroad 
Transportation in 1981-1985" provided for a large program to strengthen the ma- 
terial, technical and production base of the railroads. A great deal of work 
will have to be done in building new lines and second sets of tracks, introduc- 
ing automatic blocking systems and centralized train control, adapting thousands 
of kilometers of railways to electric power. Additional output must be attained 
at TsTVR [Main Administration for Repairs to Rolling Stock and Production of 
Spare Parts] plants to produce spare parts. Considerable work must be done to 
renovate and construct new enterprises, locomotive and freight car facilities. 
Also, the railroad employees must do a considerable amount of work in modern- 
izing the rolling stock. 


Considerable material resources have been alloted to the railroads to accomplish 
all this work. Just in 1981, more than four million tons of rolled ferrous met- 
al products, including rails and track structures, more than 600,000 tons of 
cast iron, iron alloys and ferrous metal scrap and 85,000 tons of nonferrous 
metals were delivered to the Ministry of Railways. Also supplied to the minis- 
try in 1981 were 106,000 tons of metal pipes, more than 260,000 tons of metal 
goods, more than nine million cubic meters of wood products, including 1.2 mil- 
lion cubic meters of lumber for building freight cars, 916,000 tons of cement, 
2.5 million meters of rubberized fabric hoses, 116 million meters of fabrics, 
about 7,000 tons of magnet wire and enamel insulated wire, more than R500 mil- 
lion worth of spare parts for rolling stock. As is obvious from the data pre- 
sented above, the rail transportation system is one of the national economy's 
largest customers for material and technical resources. Reducing the expendi- 
ture of these resources as much as possible is an important task for railroad 
employees. The party's and government's decisions are aimed at executing this 
task. 


It was particularly emphasized at the 26th CPSU Congress that a careful attitude 
towards valuable material resources must be improved during the coming five- 
year period. Supervision of expenditures of all resources is being increased, 
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in accord with the congress's instructions. During the five years covered by 
the plan, it is planned that in machine-building and metal-working operations 
the proportion of rolled ferrous metal products expenditure will decrease by 

at least 18-20 percent, steel tube expenditures by 10-12 percent and rolled non- 
ferrous metal products by 9-11 percent. During construction work, there must 

be a 7-9 percent savings in expenditures of rolled ferrous metal products and 
lumber and a 5-7 percent savings of cement. The decisions of the Nuvember 
(1981) CPSU Central Committee Plenum and the decree issued by the CPSU Central 
Committee and USSR Council of Ministers "Increasing Efficient Use and Saving of 
Raw Materials, Fuel, Energy and Other Material Resources" are directed at in- 
creasing production efficiency, thrifty management of equipment, careful expend- 
iture of raw materials and other materials and reducing waste and loss. 


There are constant efforts on the railroad system to assure that material and 
technical resources are saved and used efficiently. The saving of rolled fer- 
rous metal products in machine-building and metal-working production operations 
was calculated to be 2.2 percent for the Ministry of Railways as a whole this 
year. This saving was based on organizational and technical measures developed 
in the norms for expenditures of material resources, which were established for 
each branch of industry. This 2.2 percent saving had been provided for in the 
USSR Gosplan's tasks. In addition, expenditure norms decreased for a series of 
other important types of materials, spare parts and articles used in maintain- 
ing and operating rolling stock. Savings of metal, cement and lumber in cap- 
ital construction, as provided for by the USSR Gosplan, are being accomplished 
completely. In connection with the search for ways to make additional savings 
of material and technical resources, we must dwell on a series of problems. 


Reserves for Economizing on Ferrous and Nonferrous Metals 


As is well known, materials used in the upper structure of tracks--rails and 
rail fastenings -- are among the largest ferrous metal items needed by the rail- 
roads. Approximately 2.8 million tons of these items are delivered per year 

and 75 percent of the deliveries are rails. That is why a great deal of atten- 
tion is being paid to the problem of improving the quality of rails and lengthen- 
ing their service life. This is one of the important sources of ferrous metal 
savings. The acuteness of the problem is also explained by the fact that the 
railroads' needs for rails are not nearly being satisifed, due to insufficient 
production capacities at rail-rolling plants. Thus, during the Tenth Five- 

Year Plan, the need for rails was satisfied only at the 77 percent level. More- 
over, the rail transportation system received only 4.3 million tons of heat- 
hardened rails, whose service life is approximately 1.5 to 2 times longer than 
regular rails, instead of the 5.5 million tons which were supposed to be pro- 
vided. 


The situation is no better in the first year of the Eleventh Five-Year Pian. 
For the first nine months of 1981, the enterprises of the USSR Ministry of Fer- 
rous Metallurgy had a delivery shortfall of 233,000 tons of rails for the rail- 
roads, including a shortfall of 198,000 tons of heat-hardened rails. This 
shortfall deprives the railroad workers of the ability to meet their assigned 
tasks for developing and further improving the technical conditions of the 
tracks. In addition, if more heat-hardened rails were being used, a consider- 
able saving of ferrous metals could be attained. 











Besides the heat-hardening process, an essential factor influencing further in- 
creases in service life for rails is the use of compound deoxidizing agents 
when manufacturing rails. This year, the USSR Ministry of Ferrous Metallurgy 
planned to manufacture 250,000 tons of such rails, but actually delivered only 
7,000 tons to the railraods during the first nine months. In such conditions, 
the USSR Ministry of Ferrous Metallurgy should pay particular attention to de~ 
livering the required volume of rails to the Ministry of Railways, particularly 
heat-hardened rails. The Ministry of Ferrous Metallurgy should also take meas- 
ures to expand production and delivery to the railroads of steel rails manufac- 
tured with the use of compound deoxidizing agents. This will help assure the 
saving of a considerable quantity of ferrous metals. 


Production of switches consumes a great deal of metal. At present, the Minis- 
try of Railways' plants are manufacturing tens of thousands of switch units and 
a major portion of the units are sent to railroads to replace worn-out switches. 
Each year, approximately 19,000 switch units are taken out of operation. Some 
of these units are transferred to tracks where there is not much traffic and 

the rest, as a rule, are handed over for metal scrap. However, they could be 
used after appropriate repairs, of course, on industrial spur tracks. But this 
is not being done and although there is an acute shortage of switches for oper- 
ational needs, we are forced each year to allocate more than 4,000 new switch 
units to other ministries and departments (besides, to the Ministry of Trans- 
port Construction and for export) for building and operating industrial tracks. 
Yet, older model switches, removed from main line tracks, could be successfully 
used on industrial tracks. Calculations indicate that if the railroads deliver- 
ed to the industrial and construction ministries older model switches, suitable 
for use on their spur tracks, approximately 10,000 tons of rolled ferrous metal 
products and 27,000 tons of new rails per year could be saved. It is apparent 
that introducing such a procedure would be expedient, since the railroads, min- 
istries and departments would have to establish a plan for utilizing older 
model switches, along with the plan for shipping new switches. 


Rail transport uses a considerable quantity of economical and progressive types 
of rolled metal products, as well as effective substitute items, such as tens 
of thousands of tons of low-alloy steels, bent steel sections, cold-drawn sec- 
tional steel, low-carbon and high-strength wire to produce reinforced concrete 
items. It has been computed that using low-alloy steel instead of regular 
steel during freight car repairs is equivalent to saving approximately 13,000 
tons of rolled metal products per year. Using 4,400 tons per year of class A5 
and AT5 reinforcing steel and 25,400 tons of class A-3K reinforcing steel in 
capital construction saves 17,700 tons of metal, while using low-carbon and 
high strength wire to produce reinforced concrete saves more than 22,300 tons 
of rolled metal products. 


Year after year, there is expanded use of bent steel sections in fabricating 
freight containers. In 1981, deliveries of these sections increased by 8,600 
tons, which permitted, in particular, a saving of about 2,000 tons of rolled 
ferrous metal products. Introducing bent sections in the form of corrugated 
sheetmetal panels while modernizing gondola cars and box cars (to replace the 
wooden panels with metal and also fabricated roofs) would have resulted in an 
additional saving of metal. 
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However, the possibilities for further saving of ferrous metals are being re- 
strained by insufficient supply of rail transport with certain economical and 
efficient types of metal. In particular, the Ministry of Railways' need for 
cold-drawn sectional steel to produce insertion bolts for reinforced concrete 
ties is still not being supplied sufficiently. In 1981 the USSR Gosplan allot- 
ted less than half the necessary metal for these requirements (only 9,000 tons), 
so the Ministry of Railways had to fabricate some of the bolts from medium- 
grade steel. If the entire planned production of insertion bolts were executed 
with cold-drawn sectional steel, this would yield an additional saving of 1,300 
tons of metal per year. 


A large reserve for saving material resources and particularly ferrous metals 
lies in completely supplying the railroads' and plants' needs for welded mate- 
rials. Deliveries of welded electrodes to the Ministry of Railways increase 
each year to help execute all sorts of welding work in repairing rolling stock 
and producing spare parts. Just during the Tenth Five-Year Plan, the increase 
in deliveries was about 1,800 tons. However, the railroad's need for this out- 
put is still not being completely satisfied. I will cite only one example. 
Various grades of powder wire ere successfully used in the rail transport sys- 
tem to support the plan for weiding and fusing work and particularly for auto- 
matic coupling components which quickly wear out. Utilizing this wire has con- 
siderably improved the quality of welding and fusing work and the durability 

of repaired spare parts for locomotives and freight cars. It also makes it 
possible to decrease labor expenditures during welding and fusing work. How- 
ever, the wire is not being alloted in sufficient quantities. 


In recent years, there was a considerable improvement in supplying the railroad 
transport system with nuts and bolts specified in GOST [State Standard Specifi- 
cation] standards. The variety of fasteners produced by industry became con- 
siderably wider. This made it possible to substantially reduce production of 
these items in unadapted railroad industrial subdivisions and thus, avoid un- 
productive expenditures of material and labor. However, there are also diffi- 
culties in this matter. Thus, TsTVR plants have beer constantly reducing their 
deliveries of nuts and bolts in recent years. Whereas they fabricated 2,568 
tons of nuts and bolts in 1975, deliveries of these items had decreased by 19 
percent in 1980. This problem must be resolved in the near future. 


The Spare Parts Problem 


Each year, a considerable quantity of ferrous and non-ferrous metals is expend- 
ed in fabricating and delivering to the railroads spare parts for rolling stock, 
machinery and mechanisms. The list of spare parts to be delivered in accord 
with the centralized plan exceeds 26,000 items and their overall value is R500 
million (including more than R190 million produced by industrial plants and 
about R250 million by Ministry of Railways plants). 


At present, the struggle to conserve materials expended to fabricate spare parts 
for rolling stock is proceeding in two directions. Firstly, components removed 

from rolling stock during repair work at depots and plants are being rehabilita- 
ted. Secondly, the list and volume of components to be produced from efficient 

and economical materials are being expanded. In 1979, the railroads rehabilita- 
ted about 430 types of components for locomotives and more than 340 for freight 

cars; in 1980, the corresponding figures had increased to 800 and 400. 
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In the interests of saving ferrous and non-ferrous metals, there is expanded 
production and delivery to the railroad transport system of components made of 
polymeric materials and other substitutes. First and foremost, this involves 
composition (plastic) brake shoes, metal-ceramic bushings in the linkage for 
freight cars, metal-ceramic plates for current collectors, angle inserts for 
pantographs on electric locomotives, etc. Approximately 1,000 types of compo- 
nents are being fabricated from caprone on the railroads now. All of this re- 
sults in a considerable saving of ferrous and non-ferrous metals, particularly 
cast iron, bronze and rolled copper products. 


An important reserve for saving material resources is rehabilitating and reus- 
ing components from freight cars, passenger cars and refrigerator cars which 
have been removed from the inventory. At present, tens of thousands of automa- 
tic coupler heads, impact-absorbing devices, brake shoes, coupler yokes and 
other spare parts which are in very short supply are removed each year from 
such cars. The railroad transport system is experiencing considerable difficul- 
ty due to shortages of these spare parts. If you compare the quantity of com- 
ponents removed from cars which have been taken out of inventory during the 
year with the plan for producing these spare parts for the railroads, you note 
that the quantity of spare parts taken from rolling stock which has been writ- 
ten off is rather considerable. Even if only half of the removed components 
would be fit to be reused after the appropriate repairs had taken place, this 
would be a very effective measure. It would help in supplying very scarce 
spare parts for freight car repair work, preparing rolling stock for freight 
shipments and, of course, in saving a considerable quantity of ferrous metals. 


However, some railroads are not devoting sufficient attention to this matter. 
Cars which have been removed from inventory are standing idle for a long time 
while waiting to be stripped. Accounting and filing of receipts for spare 
parts, after the cars have been dismanteled, have not been properly organized. 
An urgent need has arisen to establish special sections on railroads and at 
plants to strip cars and other transportation equipment. Such. sections should 
be equipped with special gantries, material-handling machinery, metal-cutting 
equipment and devices, pallets and containers for storing and transporting ma- 
terials and spare parts. To accomplish these operations, technological process- 
es must be developed which are applicable, in any particular case, to the spec- 
ific character of an undertaking. Also, strict accounting for components re- 
moved from cars, filing receipts for these components at storage depots and 
subsequent issuing of the components in an orderly manner must be instituted. 
All components removed from cars must be examined by flaw detectors and divided 
into separate groups, based on their suitability for further use (items useable 
without repairs, items needing repairs, etc.). 


A considerable saving of metal could be attained by reusing such metal-intensive 
output as freight car wheelsets, for example. At TsTVR plants, up until April 
of this year, third-class wheelsets with rims less than 30 mm thick after being 
machined were becoming available after the plants had repaired and switched 
cars over to roller-bearing axle boxes, but the wheelsets were being handed 
over for metal scrap. To make fuller use of the items, permission has now been 
granted for the car repair plants to ship these wheelsets (with rims at least 
27mm thick) to the railroads for further use. Implementing this measure will 
enable the car repair shops to receive about 10,000 wheelsets. The TsTVR plants 
must have a serious concern for this task and must properly organize repair of 
these wheelsets. 
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At present, car axles are manufactured at Ministry of Railways enterprises by 
using the hammer forging method for axle billets. The annual consumption of 
car axles exceeds 120,000 tons. If the USSR Ministry of Ferrous Metallurgy 
plants manufactured car axles from crude billets obtained from cross-helical 
rolling during metallurgical operations, waste could be considerably reduced, 
tens of kilograms of metal could be saved in each axle and at least 20,000 tons 
of metal could be saved in the yearly program overall. 


Using Polymers and Lumber 


In contemporary conditions, when intensified public production and increased 
quality of output are important trends in the economic system, intensified de- 
velopment of the chemical industry plays a major role. One of the efficient 
trends in this development is to introduce plastics and synthetic resins. The 
railroad transport system is presently making extensive use of many types of 
polymers, basically in the capacity of structural, electrical-insulating, heat- 
insulating, ornamental and decorative materials. 


During the Tenth Five-Year Plan the volume of deliveries to the railroads of 
basic chemical, electrical-insulating and industrial rubber materials increased 
considerably. Thus, as compared to 1975, deliveries in 1980 of fiberglass lam- 
inates doubled, deliveries of mica and fiberglass tape increased by more than 
five-fold, fiberglass shrouding strips by 2.3 times, epoxy resins by four-fold, 
pulverized bakelites by 3.7, laminated plastics by 4.5 and sealing compounds by 
3.3 times. To assure further savings of many scarce materials and items, the 
workers of the material and technical supply system have a major task. They 
must supply the railroads and transportation plants completely and in a timely 
manner with polymer materials and other substitutes and must increase the vol- 
ume of their deliveries to provide the requisite quantities. 


Hundreds of millions of wooden ties are being used presently on railroad tracks. 
Extending the service life of these ties and reducing their failure rate are im- 
portant tasks, particularly due to the failure by the timber, pulp and paper in- 
dustry to fully satisfy the Ministry of Railways’ needs for wooden ties. There- 
fore, repair work on the ties must be more extensive and openings which have 
developed beneath the spikes and screws must be eliminated by reaming the holes 
and inserting wooden sleeves. Other repair methods must also be used, such as 
bracing the ends of the ties with the aid of metallic strips, steel wires, bolts 
and pins. Rotted ties and severely damaged areas beneath the rails must be pre- 
vented by installing special tie plates. A layer of wood preservative should 

be applied and the ties subsequently coated with waterproofing varnish. Special 
shock absorbing gaskets capable of reducing mechanical wear of the ties should 
be installed beneath the tie plates. 


In the present five-year plan, the amount of repair performed on wooden ties 
must be increased and the ties must be treated in autoclaves with wood preserva- 
tives. It is planned that 7 million ties will be repaired in this manner by 
1985. Track maintenance workers must more quickly attain practical mastery of 
technology for driving nails deeply into treated ties prior to treatment. Hav- 
ing been treated with wood preservatives, such ties wil] be free of decay for 
their entire service life. In field conditions, drying the ties when humidity 
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does not exceed 25 percent is a necessary condition for high-quality treatment. 
Successfully implementing these measures in the Eleventh Five-Year Plan will 
help reduce the shortage in supplying rail ties to the railroads and will save 
a considerable amount of lumber. 


More than 1.2 million m3 of car lumber is allotted to the railroads each year 

to repair freight cars. But delivery of this lumber is extremely unsatisfactory. 
In the interests of saving car lumber at repair shops and plants, technology 
must be extensively assimilated for joining and bonding damaged planks, panels 
and short-dimension waste resulting from finishing new lumber. Also needed is 
technology for closing holes caused by fallen tree limbs, for repairing breaks, 
cracks and other mechanical damage, for treating wooden components in refriger- 
ator and passenger cars with preservatives to prevent wood decay. 


In violation of agreed-upon obligations, the organizations of the timber, pulp 
and paper industry are tolerating instances where a considerable amount of un- 
trimmed lumber, which does not meet established requirements, is being shipped 
to railroad enterprises and organizations instead of car lumber (lumber speci- 
ally earmarked to repair rolling stock). This leads to excessive waste and 
loss of lumber products, amounting to 35-40 percent of the lumber, during car 
repairs. Strict execution by the enterprises of the timber, pulp and paper in- 
dustry of specially-ordered modifications will also help save considerable 
amounts of timber. 


Improving Norm Setting Methods 


Important organizing factors in saving material and technical resources are im- 
proved methods for setting norms and introducion of progressive and scientific- 
ally-based expenditure norms. Unfortunately, there is still work to be done in 
this regard. Many current norms are unjustifiably high and considerably exceed 
actual expenditures. Such norms do not help strengthen the economy effort or 
improve technology and production methods. 


Inspections in many railroad subdivisions show that there are serious shortcom- 
ings in using, accounting for and storing material and technical resources at a 
number of plants and construction organizations. Unjustifiable overexpenditures 
are tolerated, along with sale on the black market of valuable materials in crit- 
ically short supply and use of such materials to carry out unplanned work, ra- 
ther than to repair rolling stock. Analysis of actual expenditures of mater- 
ials and spare parts is being conducted poorly at individual railroad enterpris- 
es and plants. Essential technical and project cost-estimate documents for re- 
pair work and capital construction are not being worked out in a timely manner. 
A great deal of concern is caused by unsatisfactory use of car lumber, bedding 
in passenger cars, precious metals, certain other materials and also spare 

parts for rolling stock. Such phenomena are observed at individual operational 
subdivisions and construction organizations of the Northern, Gor'kiy, Kuybyshev, 
L'vov and North Caucasus railroads, at the Orenburg and Izyum diesel engine re- 
pair plants, the Oktyabr'sk Electric Car Repair Plant and the Lyublin Machine 
Foundry. These enterprises permitted materials in critical short supply, in- 
cluding rolled ferrous metal products, car lumber and construction materials, 

to be diverted from planned operations and even sold on the black market. 
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Many transportation enterprises have shortcomings in organizing collection, 
storage and shipment of scrap and waste products from ferrous, non-ferrous and 
precious metals. These shortcomings lead to losses of material and money. The 
plan for delivering lead, zinc, bronze and nickel scraps is not being fully ex- 
ecuted. Despite instructions from the ministry, up to now a majority of enter- 
prises have not arranged to collect pulverized waste products from the grinding 
of hard alloy tools. There is not sufficient order in collecting, taking inven- 
tory and delivering precious metal scraps to the state fund from worn out nodes 
and components of electrical equipment, instruments and machinery. Thus, in- 
ventories of items containing precious metals have not been fully accomplished 
at the Oktyabr'sk Electric Car Repair Plant, Zaporozh'ye Electric Locomotive 
Repair Plant and Losinoostrovskiy Electrical Engineering Plant, which are sub- 
ordinate to the Ministry of Railways, as well as on the Moscow, Kiev, Khar'kov 
and Tashkent subway systems, at the Gor'kiy Classification Depot on the Gor'kiy 
Railroad and at a number of other enterprises. There are also shortcomings in 
collecting silver scrap and waste products from worn-out equipment. 


Preservation of valuable materials is largely determined by the condition of 
storage facilities. Yet, a number of railroads and transportation plants are 
still not devoting sufficient attention to developing storage facilities either 
at industrial enterprises or at material and technical supply organizations. 
The following statistics offer proof of this fact. The material and technical 
support facilities just of the railroads and GUMTO [Main Administration for Ma- 
terial and Technical Supply) organizations have about 1 million m2 of storage 
area, of which only 165,000 m2, or 17 percent are heated. About a third of the 
buildings have low roofs, which practically makes it impossible to use modern 
freight-handling equipment. 


All of this results in expensive materials and equipment being stored in conges- 
ted conditions, often in unsuitable and dilapidated buildings and in outdoor 
areas. A number of railroads are not planning to develop storage facilities 
while renovating rail enterprises and construction organizations. As a result, 
there are cases where failure to provide for proper storage lead to damage to 
valuable materials by precipitation, sudden temperature changes, etc. 


Despite the great need for protected storage areas, insufficient means for de- 
veloping storage facilities for material and technical supply are allotted; not 
more than half the needed sum is allotted each year. As a result, the storage 
facilities of the material and technical supply organizations are considerably 
behind the facilities of the railroads' basic enterprises as far as technical 
condition is concerned. This gap must be eliminated during the Eleventh Five- 
Year Plan. 


Urgent Tasks 


The collegium of the Ministry of Railways examined the question of increased 
saving of material and technical resources in the railroad transportation sys- 
tem in light of the decree by the CPSU Central Committee and USSR Council of 
Ministers “Increasing Efficient Use and Saving of Raw Materials, Fuel, Energy 
and Other Material Resources". The collegium planned a large program for im- 
plementing these economy measures in all sections of the rail transportation 
system. It is planned that, during the current five-year plan, all work relat- 
ing to saving and efficient use of material and technical resources will be im- 
proved and that each railroad worker will actively participate in the struggle 
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for saving and thrift during production and everyday operations. It is planned 
that industrial subdivisions and branches of the transportation system will de- 
velop specific organizational and technical measures to reduce relative expend- 
itures of materials, spare parts and articles, curtail waste, make maximum use 
of secondary resources and eliminate all types of losses. Provisions have also 
been made to establish constant monitoring over execution of these measures, 
periodically examine the progress in implementing them and take the necessary 
steps to execute the prescribed tasks relating to saving and making average re- 
ductions in current norms for expenditures. 


Existing subdivisions which establish norms for expenditure of material resour- 
ces must be reinforced with qualified specialists at rail transport enterprises 
and organizations. Where they do not already exist, such subdivisions must be 
set up within the authorized personnel strength for administrators and managers. 
The collegium instructed these subdivisions to review specialization at loco- 
motive and freight car repair shops and plants which are leading in developing 
expenditure norms for repair and maintenance of rolling stock and machine-build- 
ing production. This must be done while taking into consideration the changes 
which have taken place during recent years in the type of work done at these 
shops and plants. Consideration must also be given to new types and series of 
rolling stock which have gone into operation, as well as new types of machine- 
building production. 


Reviewing current expenditure norms for materials, spare parts and articles and 
developing new norms must be done in a timely manner, while providing for high- 
er quality in technical and economic substantiation based on studying service 
life, interchangeability of units and components in transportation equipment, 
repair rules and other engineering design documentation. At the same time, it 
is also necessary to consider data from analysis of actual expenditure of ma- 
terial resources, from existing advanced experience in saving these resources 
and from assigned tasks relating to average reduction of expenditure norms. 


The All-Union Scientific Research Institute for Railroad Transportation (ASRIRT) 
has a major role in assuring that material resources are saved. The institute 
has been instructed to expand its research about saving and efficient use of 
material and secondary resources in all branches of the railroad industry. Also 
the institute is to expand research in studying service lives for important 
structural units and components of rolling stock. In particular, service lives 
must be studied for sleeves, pistons in an active cylinder, piston rings, bush- 
ings, fuel system components in diesel engines, pinions in locomotive gear 
drives, parts of wheelsets, automatic coupler components, anchor-type and axle 
roller bearings, storage batteries for rolling stock and wooden parts of freight 
cars. The institute must also expand research in developing proposals for es- 
tablishing expenditure norms for these components, based on increased service 
lives. 


The ASRIRT, in conjunction with railroad and plant workers, must speed up devel- 
opment of recommendations and proposals for eliminating the railroads' use, for 

technical needs, of materials fabricated by utilizing edible raw materials, cot- 
ton, flax, wool and other natural fiber fabrics. Also, the institute must make 

proposals for considerably reducing the expenditure norms for these materials 

by replacing them with synthetic, artificial and other substitutes which are not 
in short supply. 
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To correctly and efficiently use material resources when removing rolling stock 
from inventory, workers at freight car and locomotive facilities must develop 


listings of spare parts and components of rolling stock, plus the quantity of 
parts computed during the dismantling work. They must also establish a proce- 
dure for inventorying and rehabilitating these spare parts and units for the 
next reuse while being repaired on railroads and at plants. 


Very strict monitoring to assure that material resources are being used to exe- 
cute crucial planned work must be established at locomotive and freight car re- 
pair shops, construction organizations, plants and other industrial subdivisions 
of the rail transport system. Diversion of material resources to secondary 
needs must not be tolerated. Using, inventorying and storing these materials 

on railroads, at construction sites and other organizations must be subject to 
increased monitoring. Monitoring must also be increased over execution of pre- 
scribed tasks for reducing expenditure norms, intolerance of excessive waste 

and loss and maximum involvement of secondary resources in production. 


COPYRIGHT: Izdatel'stvo "Transport", "Zheleznodorozhnyy transport", 1981 
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IMPROVEMENTS AT OREKHOVO-ZUYEVO CLASSIFICATION STATION 
Moscow PUT'I PUTEVOYE KHOZYAYSTVO in Russian No 11, 1981 pp 8-11 


[Article by I. K. Monakhov, manager of the Special Bridge-Building Trust of the 
Moscow Railroad and I. M. Mayorov, chief engineer of the Moscow-Kursk Division of 
the Moscow Railroad: "New Reserves for the New Five-Year Plan. Emulating Ad- 
vanced Workers" ] 


[Excerpts] By 1970, the Orekhovo-Zuyevo junction had been renovated. Since that 
time, the junction has remained as it presently appears. The classification hump 
yard was mechanized and automated, the switches were equipped with all-electric 
interlocking and a mailing system with large-diameter pneumatic tubes was built to 
deliver freight documents. 


The workers at the station were faced with the task not only of mastering new ma- 
chinery but also of finding new reserves. Further renovation of the junction 
also lay ahead. During this phase at the station, job skills were abolished such 
as switchman, brakeman and document deliverer, for example. New skills appeared: 
hump duty officer and hump operator. 


Some time after the CPSU Central Committee approved the experience of the Lyublin 
Cla:sification Station, a decree was issued to expand the work experience of the 
workers at the Moscow Railroad enterprises in speeding up freight transport by 
increasing the length and volume of trains. Advanced methods for classifying 
freight cars began to be applied over the entire rail network. This increased 
the carrying capacity of a number of routes handling large amounts of freight 
traffic. The Orekhovo-Zuyevo Station became the successor of the Lyublin rail 
workers. 


As regards track improvement, the station accomplished the work basically by using 
the personnel and equipment of the railroad. Additional tracks were laid in the 
arrival yard and the yard necks between the hump yard and the arrival yard were 
modernized. 


During the 10th Five-Year Plan, labor productivity at the Orekhovo-Zuyevo Station 
increased by 34 percent; just in 1980 it increased by 15 percent. Each month 

almost 1 million tons of freight in excess of the tasks were shipped! By 7 Novem 
ber, the year's plan for dispatching freight cars had been fulfilled. The amount 
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of idle time during processing of long trains was 5.5 hours, which was 2.4 hours 
less than the rail network's average for idleness. 


The success is impressive. But, according to calculations by economists, the 
volume of freight car processing will increase by another 12-15 percent at the 
station by the end of the llth Five-Year Plan. Preparations must be made for 

this increase now. In particular, it is planned to build a transit yard with 
tracks for long trains as well as additional tracks (a small classification yard) 
in the classification yard. It is also planned to modernize the hump yard's auto- 
mation. Major repair of the main intrastation tracks is also envisaged. 


A great deal is expected from the builders and track maintenance personnel at the 
station. Track repair work is proceeding at the station on a large scale: the 
rail and tie grid is being laid, the hump yard tracks are being placed on a 
stronger base made of granite ballast and the switches are being replaced. Traf- 
fic is so intense at the station that a switch will last no more than a year. 
Thus, 60-80 switches must be replaced each year. 


The automated system for sorting rolling stock occupies a special place among the 
technical innovations at the Orekhovo-Zuyevo Station. The hump yard has automatic 
interlocking, computing devices to automatically specify sorting speed and regu- 
late the roll-down speed of uncoupled cars, plus a program reference-input unit. 
Electronic track circuits to control filling in the classification yard's tracks 
were first introduced at this station. 


The automatic control system introduced in 1975 and consisting of two "Dnepr-21" 
computers was replaced with an improved system, the YeS-1022. In 1981, the 
Orekhovo-Zuyevo Station was awarded the Order of the Red Banner of Labor. Basi- 
cally, success was achieved by introducing the latest automation systems. In a 
certain sense, the workers at the station might consider that this resource had 
been exhausted. However, they once again took increased obligations upon them- 
selves for the 5-year plan and particularly pledged to keep up the growth rate 
which had been attained for labor productivity. What sort of new reserves can be 
put into action? 


The main reserve is improved processing of heavy and long trains. To do this, 
the existing tracks must be lengthened to 1,250 meters (or 150 standard car 
lengths). In 1979, the engineers of the Moscow Railroad came forward with an 
initiative to lengthen the tracks, so that the station's carrying and processing 
capacities could be sharply increased. A calculation showed that if the volume 
of rolling stock and track length remained at the 1978 level, it would be neces- 
sary now to make-up 4,306 "superfluous" trains. Lengthening the tracks will in- 
crease the carrying capacity by 5-6 percent. 


This is both a new resource for developing the Orekhovo-Zuyevo Station and a 
task being resolved by the recently-organized Spetsmostotrest [Special Bridge 
Building Trust] of the Moscow Railroad. At present, long trains are received on 
only one track. According to the plan, there should be six such tracks. 


Lengthening the tracks is the basis for the station's well-being. The station 
must "absorb" long trains. Everyone understands this necessity. 
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In a recently enacted decree, the CPSU Central Committee approved the work experi- 
ence at the industrial and rail transport enterprises in L'vov Oblast, where de- 
veloping the spur tracks helped increase the efficient use of freight cars. 


The Work Began 


Of course, lengthening the tracks requires large expenditures. First of all, the 
work will be carried out at leading classification stations, such as Orekhovo- 
Zuyevo. 


Specialists at Moszheldorproyekt [Moscow Railroad Planning Office] drew up, in 
the shortest possible time, a plan for lengthening the tracks in the station's 
receiving yard. Reconstructing the STsB [Signalling, Interlocking, Blocking] and 
communications devices, the contact system and pneumatic-tube mailing system is 
envisaged. Approximately R2 million must be appropriated by 1983. 


According to the initial system developed by the engineering and technical com- 
munity at the junction, four tracks were to be lengthened in 1981 while retaining 
existing STsB devices and making minimal change to the layout of the contact sys- 
tem. This work is valued at R800,000. 


A specially organized staff, headed by the directors of the Moscow-Kursk Division 
of the railroad and in Spetsmostotrest, discussed the sequence of operations to 
lengthen the tracks. The staff is monitoring construction progress and is coor- 
dinating it with the station's activity. 


The work expanded at the beginning of March 1981 and the roadbed had been filled 
in after 3 months. Foreman Section Number One of Bridge-Building Train Number 19 
(foreman A. F. Bryakov, technical expert S. M. Petrenko) is in charge of the track 
lengthening. 


This is not the first project which Aleksandr Fedorovich Bryakov has built. For 
a long time he worked on constructing and renovating railroads in Siberia. Later, 
he was a department chief in the Ministry of Transport Construction's Glavstroy- 
prom [Main Administration for Production of Construction Parts and Assemblies]. 
However, he decided to return to a production job and has worked at the Orekhovo- 
Zuyevo station since 1969. Thanks to A. F. Bryakov's enormous experience, the 
track lengthening is advancing successfully. 


Usually there are two or three control points for shunting movements at classifi- 
cation stations. At Orekhovo-Zuyevo, control is concentrated at a single central 
post, located near the hump yard. The technical office, information center and 
computer room are located at the post. The impact of computer equipment is great, 
since all the technical services use it. 


During the track lengthening work, several old industrial buildings, connected 
with the activity of the central post, had to be torn down. In their place, the 
bridge-building train is erecting new buildings with improved designs, correspond- 
ing to contemporary technical demands. First of all, this involves the tele- 
printer operators quarters. When a piece of rolling stock passes through, the 
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axles are counted on the teleprinter, the data are totalled and transmitted to the 
central post--the heart of the station--where the train sorting program immediately 
begins to be organized. The pneumatic-tube mailing system installed at the sta- 
tion enables freight documents to be transmitted in plastic cartridges (three to 
five cartridges can be in the tube simultaneously) at spv.eds up to 30 kilometers 
per hour. With the current volume of work, this system replaces the labor of 20 
document deliverers. New quarters are also being built for the pneumatic-tube 
mailing system. There will also be a new storeroom, housing area and heating 
center. There is a rather large number of tasks to be resolved at the station 

by Bridge-Building Train Number 19. 


The first problem encountered when lengthening the tracks was complicated condi- 
tions for raising the railbed: the ground is peaty. It was also necessary to 
fill in a large ditch which was hard to do, considering the difficult access for 
trucks to the ditch. It was not easy to arrange transit through station areas 
where there were intense shunting operations and assure complete safety of train 
traffic. 


After taking into consideration shortages and irregular deliveries of many mate- 
rials, it was proposed to use older components as well as materials intended for 
planned repairs of the station (in this case, they are being expended with much 
greater economic effect). Local construction materials and technical equipment 
from the municipal enterprises of Orekhovo-Zuyevo are being used extensively. 
Thus, of the 28,000 m2 of soil needed for earth-moving, 10,000 m2 were taken from 
a local quarry. The construction is being supplied with rotary dump cars by the 
Potochino PPZhT [Industrial Enterprise of the Rail Transport System], with rein- 
forced concrete items by the Orekhovo-Zuyevo House-Building Combine and with 
cement mortar by a local construction organization. 


On the whole, the speed of work in laying rails is restricted by supply and allo- 
cation of materials. | 


The main complication is work which is done literally "under the wheels." The 
builders had to conform to the pace of work at the station. On the one hand, 
difficulty in obtaining "windows," and on the other, the need to assure safety 
and high speed of work, create rigorous work conditions which require not only a 
conscientious approach to work, but also creative initiative. 


Build More Quickly and Economically 


Foreman A. F. Bryakov, chief engineer of the Orekhovo-Zuyevo Station N. T. 
Chmykhalov and chief engineer of the Track Maintenance Division A. B. Petrov 
demonstrated a great deal of resourcefulness and sharpness. The project itself 
was improved. For instance, while setting in one of the switches, it was plan- 
ned to raise an active track by 1.7 meters--an operation requiring not one, but 
several "windows," which is simply unthinkable under the conditions existing 

at such a junction as Orekhovo-Zuyevo. There is no way of knowing how the sta- 
tion would have gotten out of the situation, had A. F. Bryakov and N. T. 
Chmykhalov not proposed to lay a new, additional track after connecting two 
branch lines across a girder-type crossing. They not only proposed this, they 
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also demonstrated the correctness of this solution to all levels of management, 
coordinated the solution with everyone and put it into practice. 


Another problem arose when it was necessary to dismantle the existing rigid cross 
pieces of the contact-line supports, which would shut down ll tracks. It was 

A. F. Bryakov and N. T. Chmykhalov again who decided that it was simpler and 
cheaper to increase the track spacing somewhat. To do this, the railbed had to 
be widened by only 2 meters. Six supports in all were saved. A. D. Zaytsev, 
chief of the Contact System Division, also rendered considerable service in im- 
plementing this proposal, 


Closest attention is being paid at the station to mechanizing operations, which 
have reached the 90 percent level. People are being assisted by excavators, 

dump trucks, dumpcars, crane trucks and a track maintenance truck. A 10-ton crane 
truck is laying the rail and tie grid and installing switches. Especially compli- 
cated work, in particular installing switches on active tracks, is being done with 
the aid of VPR [expansion unknown] and VPRS [expansion unknown] machinery. These 
machines assure not only speed, but high quality as well. 


Lengthening the tracks at Orekhovo-Zuyevo is only part of the work plan which the 
Moscow Railroad is implementing at more than 100 stations at the expense of re- 
sources allocated for major repairs to tracks. Basically, this involves the 
routes connecting the center of the country with the eastern and southern regions, 
Since freight car traffic is increasing mostly in those areas. Not only are new 
reserves for increasing carrying capacity coming on line with the track lengthen- 
ing work, but new possibilities are also coming to light for repairing tracks, 
STsB and communication devices, etc. 


The collegium of the Ministry of Railways gave a high evaluation to the work ex- 
perience of the Orekhovo-Zuyevo Station and recommended that this experience be 
extended to the entire rail network of the USSR. 

COPYRIGHT: Izdatel'stvo "Transport" "Put' i putevoye khozyaystvo", 1981 


9887 
CSO: 1829/96 . 
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RATLROAD 


BRIEFS 


NEW RAIL SECTION--L.I. Brezhnev cordially congratulated the BAM [Baykal-Amur 
Main Line] construction workers on their significant labor triumphs in 
finishing construction and putting into permanent operation, ahead of schedule, 
the Lena-Kunerma rail line, which is the main section of the BAM. The greeting 
states that "Under severe conditions in the Siberian taiga, your construction 
crews were successful in fulfilling the increased socialist obligations which 
they had accepted. It is important that while you were carrying out enormous 
amounts of work in building the main line, you also built well-equipped 
housing areas for the railroad workers, with a complex of social and general 
cultural institutions." [Excerpt] [Moscow EKONOMICHESKAYA GAZETA in Russian 
No 48, Nov 81 p 5] 9887 


DELIVERIES FROM CZECHOSLOVAKIA--In accord with an agreement between the 
all-union foreign trade association 'Mashinoimport" [Machinery Import] and the 
Czechoslovakian foreign trade enterprise "Prahainvest," 300 CHME-3 locomotives 
and 600 T-3 and KT-4 street cars will be delivered to the USSR from the CSSR 
in 1982. [Excerpt] [Moscow EKONOMICHESKAYA GAZETA in Russian No 47, Nov 81 
p 20] 9887 


RATL ANSPORT FOR GAS--Novyy Urengoy--The first steel sections have been laid 
for the railroad being constructed between Urengoy and Novyy Urengoy stations. 
The rail line will be 75 kilometers long and will link the country's leading 
gas-producing city with the national rail network. At present, construction 
materials, fuel, food and equipment needed to develop the large Urengoy gas 
field must be delivered via winter roads, air and water routes. The length of 
the new route is not great, but laying the route requires moving about 

5 million meters? of earth during a short period of time. Also, more than 

40 bridges and hydraulic structures must be built. The workers of the 
"Tyumen'stroyput'" [Tyumen' Track Construction] Association will deal 
successfully with this complex task, aided by the experience which they 
accumulated while constructing the Tyumen'-Nizhnevartovsk and Surgut-Urengoy 
railroads. [Text] [Moscow GUDOK in Russian 24 Dec 81 p 1] 9887 


LARGE CAPACITY FREIGHT CARS--Dneprodzerzhinsk--The workers at the PRAVDA Rail 
Car Building Plant in Dneprodzerzhinsk have begun serial production of 8-axle 
cars. These cars will deliver copper ore from Dzhezkazgan to processing plants 
more quickly and with fewer losses. Each of the cars holds more than 100 tons 
of raw materials--almost twice as much as previous-design cars. (TASS) [Text] 
[Moscow SOTSIALISTICHESKAYA INDUSTRIYA in Russian 3 Oct 81 p 2] 9887 
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NEW MAIN LINE OPENS--Kuybyshev--The workers building the Pugachevsk-Pogromnoye 
Railroad have laid the last section of track on the 300 kilometer route. The 
new main line traverses important grain-producing areas in Kuybyshev, Orenburg 
and Saratov Oblasts and has begun carrying operational through train traffic. 
[By V. Dedikov] [Text] [Moscow SEL'SKAYA ZHIZN' in Russian 27 Nov 81 p1] 9887 


NEW TUNNELLING UNIT--Yasinovataya (Donetsk Oblast)--The shops in the 
Yasinovataya Machine-Building Plant have begun assembling the tunnelling unit 
for driving tunnels through mountains on the Baykal-Amur Main Line route. 

The steel "mole" can tunnel through earth and rock at the rate of 90 meters 
per month--three times more than with the blast-hole method. [Text] [Moscow 
SEL'SKAYA ZHIZN' in Russian 2 Dec 81 p 1] 9887 


TUNNEL CONSTRUCTION--BAM [Baykal-Amur Main Line] construction workers have begun 
building the Kodar Tunnel, which is the last tunnel on the mainline. [Text] 
[Moscow EKONOMICHESKAYA GAZETA in Russian No 50, Dec 81 p 3} 9887 


PROGRESS IN TUNNELLING--Ulan-Ude--Tunnel construction workers on the BAM 
[Baykal-Amur Main Line] have achieved record levels of output. Communist 
Anatoliy Ivanov's crew from the llth Unit of "BAMtonnel'stroy" [BAM Tunnel 
Construction] extended the transport and drainage gallery by 300 meters during 
the month while constructing the Severomuyskiy Tunnel. Two additional faces 
were opened from the gallery, aligned with the tunnel. This permitted 
tunnelling speed to increase in the longest underground "corridor" on the BAM. 
[Text] [Moscow SEL'SKAYA ZHIZN' in Russian 1 Jan 82 p 1] 9887 


SELF-CLEANING AIR FILTERS--VL80t electric locomotives, equipped with 
self-cleaning filters, are now undergoing operational tests on the Tselina and 
Odessa railroads. The new filters were designed by researchers from power 
engineering and diesel engine divisions in cooperation with specialists from 
the Planning and Design Bureau of the Ministry of Railways’ Main Administration 
for Locomotives and the Institute of Mechanics at Moscow State University. 

The results from introducing self-cleaning filters are attained by reducing 
idle time for electric locomotives during cleaning operations, improving the 
reliability of traction motors, eliminating expenditures to manufacture 
contact filters and freeing manpower for other work. The annual savings will 
be approximately R12 million. [Text] [Moscow GUDOK in Russian 8 Dec 81 p 2] 
9887 


MAIN LINE IN STEPPES--Pugachevsk--A state commission has accepted the 
Pogromnoye-Pugachevsk line for permanent operation. The route, which is almost 
300 kilometers in length, linked sparsely settled agricultural areas in 
Saratov, Kuybyshev and Orenburg Oblasts. Areas of Siberia, Kazakhstan and the 
Urals received a very short transport link to the Volga region and southern 
areas of the country. Yesterday morning there was a festive meeting of 
construction workers and operators in Pugachevsk on the occasion of the new 
line's operational acceptance. Two freight trains left Pugachevsk and 
Pogromnoye simultaneously, at 12:15, to meet each other. A through train was 
dispatched from Zavolzh'ye, bound for Orsk. A train from the South Urals 
Railroad delivered tractors, combines, spare parts for farm machinery and 
construction materials to the agricultural workers in the surrounding kolkhozes 
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sovkhoves. [By GUDOK correspondent S. Kasatyy] [Excerpts] [Moscow GUDOK in 
Russian 29 Dec 81 p 1] 9887 


RAILROAD IN CAUCASUS--Specialists from the "Kavgiprotrans" [Caucasus State 
Institute for the Design and Planning of Transportation] are completing their 
development of a feasibility study for the Caucasus Mountain Pass Railroad. 
The line will begin at Tbilisi, proceed along the Aragvi River valley, pass 
through the Main Caucasus Range by tunnel and come ou near Ordzhonikidze. 
Laying this double-tracked electrified main line will require an enormous 
amount of work. Over the course of the 180 kilometer route, more than 200 
million tons of earth, most of it rocky, will have to be moved. It will also 
be necessary to build some unique engineering structures: 38 tunnels with a 
combined length of 40 kilometers (the principal tunnel will he under the 
Arkhotskiy Pass and will be about 20 kilometers long). N. Svanishvili, 

chief engineer for the project, told us: "Besides its large economic impact, 
the new railroad will promote the all-around economic development of regions 
high in the mountains and will promote creation of a resort zone in these 
picturesque locales." [Text] [Moscow TRUD in Russian 1 Jan 82 p 1] 9887 


NEW TICKETING SYSTEM--The "Express-2" automatic system will considerably 
improve and speed up railroad ticket sales and reservations. It will begin 
operating in Moscow this year. The 20-story structure built on 
Krasnoprudnyy Street was needed to house all the "Express" services. 

A. Naumenko, chief of the "Express" system computer center for the Moscow 
Railroad says that "Now it will only take a passenger 45 seconds to obtain a 
train ticket. The cashier only has to enter the order into a special device 
and receive the money for the ticket. A computer does the rest. Its memory 
contains data about available seats on all trains leaving Moscow." About °10 
ticket offices in Moscow and the surrounding area will be connected to 
"Express-2."" With the aid of the new system, passengers will be able to order 
train tickets not 10 days prior to departure, but 45. The long-term plan is 
to increase this ordering period to 63 days prior to departure. During the 
current 5-year period, such inter-connected ticketing systems will be set up 
in Leningrad, Kiev, Sverdlovsk and Rostov-na-Donu, in addition to Moscow. 
[Text] [Moscow TRUD in Russian 1 Jan 82 p 1] 9887 


DEPOT BEING BUILT--Minsk--Construction of a depot for separating and repairing 
subway trains has begun in Minsk. By the end of 1983, all 27 structures are 
to be operational, including the main building of the car depot, plus the 
repair shops, auxiliary enterprises and the administrative-general services 
building. The construction is proceeding at breakneck speed. Already, the 
foundations have been laid for the main building, air blasting and wash 
chambers for cars. A service tunnel, about 1 kilometer in length, for 
transferring cars from the "Culture Institute” terminal station was 
constructed. [By anonymous GUDOK correspondent] [Text] [Moscow GUDOK in 
Russian 7 Jan 82 p 4] 9887 


COAL TRANSPORT IMPROVED--Research assistants at the VNIIZht [All-Union 
Scientific Research Institute for Railroad Transportation], in conjunction 
with specialists of the "GiprotransTEI" [State Institute for the Design and 
Planning of Transportation, affiliated with the Institute of Transportation 
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Economics] and higher educational institutions under the overall guidance of 
A.D. Chernygov, Candidate of Technical Sciences, have developed 
recommendations for improving coal transport. Setting up shuttle freight 
trains on the Tselina Main Line made it possible to increase average daily 
loading by 260 cars while simultaneously reducing operational rolling stock at 
Ekibastuz Station by 470 cars. The time required to prepare a car for loading 
has been reduced by 2.8 hours. It was calculated that using shuttle freight 
trains on the Tselina line saves more than R3 million per year. The overall 
savings from implementing the institute's proposals for organizing shuttle 
freight trains and long-distance trains, setting up a reserve of empty gondola 
cars and assuring their regular interchange etc., will exceed R10 million per 
year. [Text] [Moscow GUDOK in Russian 8 Dec 81 p 2] 9887 


RAIL SECTION ELECTRIFIED--Severobaykal'sk--Electrification has been completed 
on the Buryat section of the BAM [Baykal-Amur Main Line]. The workers from 
Mechanized Unit Number Four of the East Siberia Electric Network Construction 
Trust made an important contribution in this matter. [By A. Prigodich] 
[Excerpt] [Moscow STROITEL'NAYA GAZETA in Russian 20 Jan 82 p 1] 9887 


REPAIR PLANT IMPROVED--Stryy--A machine-building section has gone into 
operation at the Stryy Rail Car Repair Plant. The design of the new 
industrial building was devised by the Design Bureau. The section will 
manufacture non-standard equipment and mechanized devices for the additional 
machinery introduced during the enterprise's renovation. The bright and 
spacious area earmarked for machining and assembly work is equipped with a 
hoisting crane. There is also a specialized welding division, where 
semiautomatic welding in a carbon dioxide atmosphere has already been 
introduced. The new section is headed by Ye. Netsko, an experienced foreman. 
Also on the staff are experienced specialists of various skills: metal-workers 
Ye. Karpinskiy, M. Statsko, S. Darydyak, wiversal lathe operator I. Bakhnyak 
and others. This year the new section has already completed manufacture of 
conveyers for interchanging rolling stock in the new shop that straightens 
cars. The continuous conveyer line for manufacturing all-metal roofs for 

box cars is being assembled as quickly as possible and the washing machine 

is being installed. Now the workers have begun assembling production 
equipment for mechanizing box car straightening. Putting the machine-building 
section into operation will allow reequipping of production to be accelerated. 
But to accomplish this, the plant must be supported, first and foremost by 
machine tools. We hope that the Ministry of Railways' Central Industrial 
Board will not remain indifferent to our concerns. After the section has 

been equipped with all the necessary machinery, within 3 or 4 years we will be 
able to produce non-standard units for other related enterprises as well. 

[By S. Barmin, chief designer at the Stryy plant] [Text] [Moscow GUDOK in 
Russian 4 Oct 81 p 2] 9887 


CSO: 1829/115 
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OCEAN AND RIVER 


NEW LIGHTER CARRIERS FOR ARCTIC USE PLANNED 
Moscow VODNYY TRANSPORT in Russian 29 Dec 81 p4 
[Article by Ye. Panyukhno, Leningrad: "Lighter Carriers for the Arctic"] 


[Text] In order to meet the complex transportation chal- 
lenge of insuring year-round navigation in the Arctic 

Soviet shipbuilders are building an ever more powerful 
Arctic fleet. In the near future atomic power plants will 
operate not only icebreakers, but also freighters. Develop- 
ment and construction of the reinforced icebreaker-class 
nuclear-powered type LESh lighter carrier will be an im- 
portant new step in the development of the domestic fleet. 
This vessel will take on 75 lighters. 


"LESh is taken from the English phrase ‘lighter about ship’ and means a lighter 
on board," says doctor of technical sciences I. P. Miroshnichenko, winner of 
the State Prize and head of the division of research on new classes of ships 

of the Central Scientific Research Institute of the Maritime Fleet, "We began 
development of such vessels as far back as 1965 and at that time called them 
lighter carriers." 


This new class of ships, especially adapted for high-speed loading and unload- 
ing, will be able to spend much less time in port for handling; after all, it 
will take on cargo in small, non-self-propelled, shallow-draft lighter barges. 


After such a carrier ship has arrived in port and unloaded these floating "sea 
chests," it again sets out to sea. But the lighters that were delivered are 
formed into convoys in special roadsteads and sent up the rivers to the in- 
terior of the continent. During the winter shipping season such a vessel will 
be able to carry on transit shipping on the Northern Sea route. 


The first lighter carrier was built by the Americans in 1969 and called the 
Acadia Forest. The main reason for its appearance was the growing volume of 
shipping to the developing countries, in particular West Africa, where ports 
were not well outfitted. 


Two years ago our country built the world's first special depot for receiving 
lighter carriers in Ust'-Dunaysk. The development of this system, called 


40 











"Interlikhter" and monitoring of its operations is being done with partici- 
pation by specialists from TsNIIMF [Central Scientific Research Institute of 
the Maritime Fleet]. The first lighter carriers, the Yulius Fuchik and Tibor 
Samueli, built by Finnish shipyards, are now operating successfully there. 


For a number of years associates from TsNIIMF with active participation by oper~ 
ations workers and designers, conducted studies to substantiate the wisdom of 
building and developing lighter-carrier transportation systems. In 1977-1980 
the institute carried out technical-economic substantiation studies for building 
lighter carriers with diesel and nuclear power plants and using them in the 

Far North and Far East. 


The nuclear-powered lighter carrier best meets operating conditions in the 
Arctic, where there are practically no large, well-equipped ports and bunker 
depots, but shipping volume is growing every year. It is contemplated that a 
nuclear-powered lighter-container carrier will be used for an extended, and later 
a year-round navigation season. In the summer it will deliver lighters to the 
basins of the northern and Siberian rivers. In the winter, escorted by powerful 
icebreakers it will be able to carry out transit container shipments. 


What will the nuclear-powered lighter carrier for the Arctic be like? Its 
engine will have 40,000 horsepower. The ship will be 260 meters loig, 32 meters 
wide, with a deadweight of some 32,000 tons. Its top speed in open water will 
be 20 knots. 


The power plant has a single shaft with an adjustable-pitch screw housed in a 
circular nozzle which, for one, improves the hydrodynamic conditions of pro- 
peller work and, for two, prevents the blades from striking the ice. Special 
"fins," guide studs located in the stern part of the vessel, deflect chunks of 
pack ice to the side and protect the propeller-rudder group from colliding with 
the ice. 


And of course, the Arctic lighter carrier must be a ship of the reinforced ice- 
breaker class. It will be able to make its way through medium ice independently. 
But to overcome enormous hummocks it will be assisted by its nuclear-powered 
"brother," the icebreaker proper. 


The ship will have instruments that help the crew solve purely navigational 
problems and problems arising during loading and unloading. Many other proc- 
esses are also automated. 


The designers also gave some thought to living and working conditions for the 
crew. For them they have planned single cabins, a movie theater, an indoor 
pool, a sauna, and a gymnasiun. 


This is the first such ship built in the world, and there is nothing else like 
it. At the present time the Baltsudoproyekt [Baltic Ship Design] Design Bureau 
is working up the detail design of the vessel. Nonetheless, we can already see 
how it will move through the ice and hummocks, crushing them as it goes. It is 
true that the hummocks are not at all Arctic ones and instead of the low 
northern sky we see the frosted pipes of a refrigeration unit; the ship is 
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one-fiftieth of actual size. This is in the experimental tank of the Institute 
of the Arctic and Antarctic, where a model of the world's first nuclear-powered 
icebreaking lighter carrier is being tested. Its construction is expected in 
the near future. 


The second type of lighter carrier, the diesel-powered vessel with a 36,000- 
horsepower engine, is already under construction in Kherson. This ship will 
take on board 82 lighters. The dimensions of the diesel-powered lighter 
carrier are 260 meters (length) and 32 meters (width). Its load capacity is 
about 30,000 tons, and it is also a reinforced icebreaker. 


It is to be used in the Arctic during the summer navigation season, while for the 
remainder of the time it will deliver cargo to Vietnam and other countries of 
Southeast Asia. 


Several such lighter carriers are to be built in the llth and 12th five-year 
plans. 


"In addition," says I. Miroshnichenko, "associates at the institute are now 
working on a new multipurpose LESh feeder lighter carrier that will hold 20 
lighters. Tests show that building such ships and using them together with 
larger ones will make it possible to expand the sphere of use of lighter ship- 
ment in the Arctic and increase the reliability of operation of the lighter 
carrier system under the difficult conditions of the Arctic basin." 


The construction of large mainline lighter carriers and feeder carriers will be 
one more important step in development of the domestic fleet. 


11,176 
CSO: 1829/138 
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OCEAN AND RIVER 


SHIPPING TO THE ARCTIC 
Task for Tomorrow 
Moscow VODNYY TRANSPORT in Russian 12 Dec 1981 p 2 
[Article by V. Mis'kov, first deputy chief of the Far East Steamship Company] 


[Text] The Arctic navigation period of the first year of the llth Five-Year 

Plan has ended, and a large amount of work which will go into the labor history of 
our steamship company under the name of "Arktika-81"" has been completed. One of 
the important points of the collective's socialist commitments has been fulfilled-- 
economic cargoes have been delivered in full and with high quality to the ports 

and port-points of the Eastern District of the Arctic coast. 


It is customary, and quite rightly so, to regard the beginning of the Arctic 
navigation period as being the autumn of the previous year when the ice-cutters 
and transportation vessels return to Vladivostok and Nakhodka, when agreement 
is reached on the plans for pre-Arctic repairs, on requisitions for supplies for 
the next navigation season, and on the amounts of goods which will have to be 
delivered to the northern latitudes, and when the ports are being prepared for a 
concentration of cargoes. 


The preparation and repairing of ships is assigned an important place in Arctic 
navigation. Today we are able with full justification to say good words of gra- 
titude to the crews of the diesel motor ships "Vasiliy Fedoseyev," "Kapitan 
Myshevskiy," and "Amguema" which have done much to complete repairs with high 
quality and punctuality. Unfortunately, there are not so many examples of this 
kind. 


A more careful analysis made it possible to see that of 41 vessels which were 
standing in repairs in our plants during the period of preparations for the Arctic 
navigation season, only 9 left the enterprise's moorings with a total economy of 
66 days. However, the repair delays for the remaining 32 vessels equalled 588 days. 
And although there are many reasons for this kind of lateness and some of them 

can be acknowledged as objective, there is something to think about today for the 
workers of the corresponding services. For a very enormous reserve has been un- 
covered here for increasing the efficiency of the ports, fleet, and ship repair 
plants. The repair delays of 77 days for the ice-cutter "Vladivostok," 59 days 
for the motor ship "Berezinales," and 55 days for the motor ship "Argun" and the 
delays with the other ships in no measure helped to improve work indicators. 
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Holding with the traditional estimates, it can be emphasized that the navigation 
season ended 10 days earlier than in 1980, although it was far from an easy one, 
especially during the first months. Practically until the end of August, at the 
Ayon sector--the eastern edge of the ices--a mass of ice held on which had ridden 
off under the influence of the northern winds toward the coast and which consisted 
basically of heavy pack ice. Its length reached up to 400 miles. And frequently 
ice-cutters were compelled to accompany not caravans, but lonely ships, taking 
them “by the moustache." All of this led to a decrease in speed and threatened 

to disrupt the cargo schedule. This compelled the seamen and port workers to work 
harder during the last days of the navigation season in order to ensure the punc- 
tual delivery of claimed cargoes. 


Excellent work was done during this year's navigation season in the northern 
latitudes by the crews of the motor ships "Bureyales," "Tayshet," "Valeriy Volkov," 
"Kolya Myagotin," and "Kapitan Shevchenko" and of the diesel-electric ship 
"Amguema'--one of the initiators of a socialist competition for the successful and 
qualitative completion of "Arktika-81." Among the victors was the crew of the 
ice-cutter "Admiral Makarov" which was the initiator of a competition among the 
ice-cutter workers, and its constant rivals--the seamen of the ice-cutters "Yermak" 
and "Ivan Moskvitin." 


Container shipments were widely introduced during this year's navigation season in 
the Eastern District of the Arctic. An experiment on the full delivery of cement 
in sling-packets was successfully concluded. However, all this does not give us 
the right to close our eyes to shortcomings. 


We have to speak today about the unsatisfactory preparation for the navigation 
Season not only of ships, but also of on-board equipment, which had a negative 
etfect during the period of cargo work on the unequipped coast. However, the 
crews of the motor ships "Dal'negorsk," "Never," and "Kavalerovo" worked beneath 
their potentialities. The blame for this is with the captains, command, and party 
organizations of the ships which did not organize work on the necessary level and 
which were unable to mobilize their crews. 


A large reserve for the successful work of a ship is to load it with the calcula- 
tion that it will be able at any time, considering ice and weather conditions, to 
go into any of two, or three, or four planned unloading ports. But port and 
operations workers do not always try to see to it that a ship is loaded precisely 
this way. The reason is an unwillingness to look just a trifle further than one's 
concerns of the day and the minute. Thus, for example, the loading of the diesel- 
electric ship "Penzhina" in the port of Vladivostok became a problem. Cargo 
operations were temporarily halted on account of a lack of agreement. According 
to the plan, the ship was to be sent to two places--Anadyr' and Beringovskiy,-- 
although there was enough cargo for a full load for both ports. In the end, this 
is just what was done: the "Penzhina"™ went to Anadyr', and the "Kapitan 
Bondarenko" to Beringovskiy. But neither the leadership of the KhEGS [ expansion 
unknown] , nor the line dispatcher, nor the captain, nor the port workers showed 
initiative and skill. 
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Or take the Kolyma and Anadyr' directions when it is necessary to decide on filling 
ships with cargoes which are designated for the upper reaches of rivers where the 
question of their further delivery is directly connected with the conditions of the 
water. It is no secret for anyone that these goods should be loaded on the first 
ships when there is a lot of water in the rivers. It is not difficult to solve this 
problem. 


--The flagrant shortcomings in the work of the ports have frequently been pointed 
out with complete justice. The endless changing of cargo plans, the lack of a 
clear idea of where, how much, and for which point cargoes are destined--this is 
the first brake on reducing idle time for Arctic ships in the ports of Vladivostok 
and Nakhodka. And, perhaps, it would be correct as an instruction for others to 
one day send a team into an Arctic port to unload a ship which it itself has 
loaded. After this kind of travel assignment I think that the quality of the work 
of this collective would greatly improve. 


This, of course, is a far from full list of those questions which we shall have to 
analyze on the eve of the new "Arktika-82" navigation season. Yes, "Arktika-81" 
was concluded successfully. And the majority of those who took part in this 
navigation season deserve warm words of gratitude. Nevertheless, for us the main 
thing today is serious preparations for work in the future. 


Containers for Shipping 
Moscow VODNYY TRANSPORT in Russian 26 Dec 81 p 2 
[Article by Yu. Kolmakov] 


[Text] There is hardly another problem in maritime transport about which so much 
has been written as the problem of transporting vegetables to the areas of the 

Far North. For many years now the "ninth wave" of the vegetable campaign has been 
crashing down upon the wharves of the Arkhangel'sk Maritime Port, breaking up 
schedules, and sweeping away any idea of planned work by this most important 
transportation center in the North. And the entire matter has to do with the 

fact that in systematic violation of their contract commitments, the suppliers of 
vegetables--a number of central oblasts of the RSFSR--ship the basic mass of 
potatoes for the Noril'sk Mining and Metallurgical Combine not in the packing which 
is stipulated for the areas of the Far North, but in ordinary apple boxes. 
Arkhangel'sk's dockers are compelled to reload them from the cars into various kinds 
of containers. Moreover, there is a lot of spillage in the cars which requires 
enormous expenditures of manual labor. 


A time-study which was conducted this fall is instructive in this respect. A 
railroad car containing potatoes in standard packing was unloaded in 1 hour 

10 minutes, while the same car containing vegetables in packing which did not 
correspond to the All-Union State Standard took 5 hours 15 minutes to unload. 
Hence, it is not difficult to understand why the vegetable campaign in the 
Arkhangel'sk Port gives rise every year to tens of thousands of hours of idle time 
by railroad cars, why during the peak of the Arctic navigation season, when as it 
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is the port is unable to cover even half of its need for dockers, the steamship 
company's managerial apparatus is enlisted for work on the wharves, why the cadets 
halt their studies in the schools, why a mass of unskilled labor power with ex- 
tremely low labor productivity is recruited, and why, finally, it is impossible to 
employ mechanization on a wide front in the loading of vegetables. 


It cannot be said that all of these years practical steps were not taken to elimi- 
nate the calamity, and to search for ways of processing the vegetables in the ports 
and trans-shipping them with less expenditures of resources and time. But the 
searches were conducted primarily in one, if not to say only one, direction. The 
organizers of the shipment of the vegetables saw the way to the maximum mechaniza- 
tion of loading and unloading operations, with all of the indisputable advantages 
which followed from it for the state, in the creation of the kind of all-purpose 
multi-ton box which would be packed right on the fields of central Russia and 
opened in the storage units of far away Noril'sk. 


The task they gave themselves was not an easy one--such a container does not exist 
in world practice. 


There is probably no longer any point in telling about the tortuous path of the 
birth of an all-purpose transportation means for vegetables on the Dudinka 
direction. A large number of thick files containing endless interdepartmental 
correspondence, orders, plans, mutual reproaches, complaints, threats, informa- 
tion requests, requisitions, refusals, and so forth are being stored in the 
Arkhangel'sk office of the Noril'sk Combine--a unique chronicle of this path of 
searches and disillusionments from 1966 to 1981. The USSR Council of Ministers 
and Gosplan USSR, and the ministries of heavy, power, and transportation machine 
building, of railways, nonferrous metallurgy, geology, and of the construction 
materials industry, and the RSFSR and the Ukrainian SSR Councils of Ministers were 
drawn into the orbit of the accomplishment of this important state task. 


Years passed. Ever new rodifications of the all-purpose multi-reusable vegetable 
container were born, but in the Arctic area of the Arkhangel'sk Port the August 
and September elements raged on as before. But in the fall of 1979 an event, 

it seemed, of little note took place in the port: with the help of a floating 
crane the dockers loaded onto a ship .. . four railroad cars containing potatoes. 
A special technology had been worked out for seizing and securing the wheel pairs 
of a car at the moment it was lifted, with the cars standing on the deck on their 
tie shoes. In Dudinka it remained to take them off onto "land" in the same way 
and to attach them to a locomotive for dispatch to Noril'sk. 


--But this does not at all mean that we have completely given up on the idea of 
shipping vegetables in containers,--says one of the initiators of the introduction 
of the new technology of shipping vegetables by sea, the chief engineer of the 
Arkhangel'sk office of the Noril'sk Combine Yu. Kovilshenko.--This year the 
combine ensured a 100-percent shipment of potatoes from its sovkhoz to the upper 
reaches of the Yenisey in specialized vegetable containers. As far as sea 
shipments are concerned, here, it is our deep conviction that the idea of creating 
and introducing a vegetable container should be given up. It is not only that it 
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will not answer to the task of preventing the spoilage of the cargo during prolonged 
storage. it will simply be unprofitable. What can you do, life teaches... . 


And so, what arguments are cited against the still uncooled idea of obtaining at 
all costs a reusable maritime container for vegetables? First of all, it has to 

be said that all of the tested models have not been able to escape the fate of 

very expensive one-time packing. Some of them are not strong enough to ensure the 
possibility of multiple use, others, because of their design, are too heavy: per 
unit of massive cargo there is a unit of mass of the container itself. And all of 
them together suffer from another great fault--they are not suitable for industrial 
use. 


In order to handle the total amount of vegetable cargoes which come by sea into 
Dudinka, the combine, in addition to its own existing pool of almost 200,000 
containers, would have to have not less than 20,000 more of them. And all of them 
require constant repairs, they need specially equipped warehouse areas, and so 
forth. Moreover, already today the question of moving from Dudinka every ship party 
of specialized and all-purpose empty containers which are the property of the 
combine is decided at the highest level because it is unprofitable to ship them by 
any type of transport. 


One more problem. In Kaluzhskaya Oblast alone the Oblast Union of Consumers' 
Societies has around 30 procurement points. As of today not one of them is 
equipped with specialized areas capable of handling a vegetable container with a 
mass of five tons and more which would be just the kind that is effective for 
maritime shipments. Nor is there equipment for packing it directly on the field; 
the technology has not been developed. For now such "boxes" can only be pro- 
cessed at the areas of the Ministry of Railways, but there are extremely few of 
them near the procurement points. And this is not all. 


Contracts with suppliers are concluded in March. Let us assume that from November 
through June vegetable containers have been brought in to all of the oblasts and 
that packing has been manufactured locally. And then at the height of the potato 
digging the Central Union of Consumers’ Societies redistributes volumes, and, 
besides, the prospects for the harvest cannot always be justified. But it is now 
impossible to ship the containers to a new place because quarterly planning is in 
operation! 


And practice has advanced a great large number of such arguments which made it 
possible during these years of stubborn searches for the truth to draw the conclu- 
sion that a vegetable container is self-deception. Its path from the kolkhoz 
field to the metallurgical workers of the Taymyr is too difficult. 

And so, in place of the "all-powerful box," a fundamentally new idea has come--to 
transport the vegetables by sea in railroad cars. Its creators, among whom are 
the chief of the Arkhangel'sk Office of the Noril'sk Combine S. Gumenyuk, the 
chief engineer Yu. Kovlishenko, and the chief production engineer of the Northern 
Maritime Steamship Company V. Konyukhov, assert that the new method fulfills all 
hopes. 











-~-With our technology the potatoes can be delivered to Murmansk for Arctic shipping 
in cars and in practically any lightweight packing,--Yu. Kovlishenko says. And 
then, without any kind of additional processing, the cars can be loaded onto ships 
of the "Dmitriy Donskoy" type... . 


Why Murmansk, and not the traditional Arkhangel'sk? The freight turnover of the 
Murmansk port in the Dudinka direction is very substantial. Around 230,000 tons 
are sent from here to the port on the Yenisey, and around a million tons of the 
combine's output goes in the opposite direction. Thus, around 700,000 tons of 
sea tonnage is sent to Dudinka in ballast. The use of these ore-carrier ships 
for shipping railroad cars containing potatoes in the non-ore holds and on the 
deck will substantially decrease the fleet's ballast runs and will give the 
country a large economic effect. 


The ore carriers will not have to be reequipped for this kind of work. It is 
sufficient to make special removable operations areas for the three non-ore holds, 
the main deck, and the hatch roofs - which will be secured to the attachments of 
the large tonnage containers. With the help of special seizing and securing 
equipment 47 loaded railroad cars are put on these platforms. In Murmansk the 
three remaining ore holds will be filled with the usual general cargo in accor- 
dance with equilibrium calculations. And on the way back either ore or the com- 
bine's output will be held in these holds. All 47 cars are returned to Dudinka 
also on board the ship, loaded with the combine's output, and upon their arrival 
in Murmansk they move on to their destination. 


Every such run will make it possible to deliver, without trouble, 1,645 tons of 
vegetables to Dudinka. 


On an order from the Murmansk Steamship Company the Black Sea Central Planning and 
Designing Bureau is preparing the basic documentation for the specialized equip- 
ment. It remains to be added that equipment blueprints already exist for the 
experimental shipment of 10 railroad cars from Murmansk which is planned for 

next year. 


But it is probable that already today it is necessary to look much further so that 
a good beginning does not get stuck at the stage of experiment. The Noril'sk 
Combine intends to manufacture an experimental party of production equipment, but 
it is already necessary to iook for executors for the entire necessary amount of 
cargo-seizing and securing equipment. The collective of the Black Sea Central 
Planning and Designing Bureau should hurry with the development of all of the 
documentation. A great deal also depends upon the Ministry of Railways--the rail- 
road workers will have to look for a party of covered cars. 


The matter is an important, state one. Finally a real result of the many years of 
searches and experiments can be seen. Will this experience become the beginning of 
a new stage in the work of our chief Arctic communications? This depends upon all 
of the participants in the Arctic transportation conveyor. 


2959 
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OCEAN AND RIVER 


PROBLEMS OF WINTER REPAIR OF RIVER TRANSPORT SHIPS 
Moscow RECHNOY TRANSPORT in Russian No 12, Dec 81 pp 1-2 


[Article by P. Pyan'kin, head of Glavflot of the —— of the River Fleet: 
"The Challenges of Winter Ship Repair"] 


[Text] The navigation season of the first year of the llth Five-Year Plan has 
closed on the rivers of the Russian Federation. Ship repair yards have begun 
winter repair of the fleet and are preparing it for the 1982 season. During 
this important and responsible campaign full consideration must be given 

to the experience of ship repair work in the preceding winter. 


Most of the ship repair enterprises of the sector, supporting the initiative 
of the collective of the Astrakhan' Yard imeni Lenin which called for timely 
and good-quality preparation of the fleet for the navigation season, conducted 
ship repair during the 1980-1981 winter successfully and put the ships into use 
at the scheduled times. 


New forms of organizing production and the introduction of progressive tech- 
nology helped in this.. The aggregate method became dominant in performance of 
the most complex part of ship repair work. More than 80 percent of the ships 
that went through medium repair were prepared by this method. There was 
further development of the brigade contract, and 2,000 diesel ships were re- 
pajred on this basis. 


Ship personnel were involved extensively in ship repair. The number of ships 
repaired by the crews immediately after the navigating season when the diesel 
ships were "under steam" and the number of ships turned over in operating 
readiness under winter conditions increased. The Omsk Shipyard imeni 60- 
Letiya Oktyabrya and the Volzhskiy and Krasnoyarsk shipyards are examples; 

at them 70-90 percent of the volume of medium repair and all current fleet re- 
pair is done by the crews themselves. In the Irtysh Steamship Company 520 
ship personnel joined in 106 brigades and repaired 600 ships. 


At the Tol'yatti Ship Repair and Machine Plant more than 80 captains and navi- 
gators worked successfully as pipe fitters, mechanics, boilermen, and workers 
in other specializations. 
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At this plant the brigade of navigators headed by V. V. Litvinoy, captain of 
the diesel ship Marshal Blyukher, repaired the automatic coupling devices on all 
the ships and put them in readiness. 


In the spring of 1981 under fice conditions the Northern Steamship Company Ccoti- 
ducted hydraulic tests of the tanker barges and loaded them with petroleum 
products to carry to the Yug River, thus moving the period when this group of 
ships could be put into operation ahead by 5-7 days. 


The Irtysh Steamship Company achieved good results by having commissions 

headed by captains accept the fleet back from repair; more than 300 self- 
propelled ships were turned over on time or ahead of schedule, insuring reliable 
work by them in the navigation season. 


A number of leading. enterprises devote considerable attention to establishing 
above-freezing temperatures in the engine rooms of ships during the winter 
period by feeding heat into the heating systems from shore or by usins electric 
heaters and other safe heating devices. For example, at the Omsk Shipyard they 
successfully employ OV-65 and OV-95 bus heaters. 


Enterprises of the Lena Unified, Yenisey, and West Siberian steamship com- 
panies make extensive use of freezing and fore-and-aft trimming of ships 
during inspection of hulls and propeller-rudder groups for defects and re- 
pairing them. 


All the steamship companies and enterprises should incorporate useful prac- 
tices in organizing ship repair. Moreover, we must not permit repetition of 
serious shortcomings and omissions that have taken place. 


In the last period between navigation seasons some steamship companies and a 
number of enterprises did not work out precise, carefully considered plans for 
development and organization of fleet repair, envisioning performance of the 
largest possible number of jobs immediately after the end of the season and 
turning ships over in operational readiness. Their plans did not provide 
procedures and schedules for cleaning, grouping, and inspection for cefects, 
involving ship personnel in repair work, and using them efficiently. 


As a result, fleet repair was behind schedule in the Kama, Lena Unified, 
Yenisey, Irtysh, and certain other steamship companies, The yards of the 
Volga Tanker company did not turn over some of the ships for operation at the 
scheduled times, and as a result self-propelled freighters with a total load 
capacity of 33,000 tons were not used for shipping in the first part of the 
navigation season. The level of the fleet's technical conditions, particularly 
the tankers, continued to decline in this steamship company. This happened 
because the managers of the company did not take the necessary steps to in- 
crease the volume of medium and capital repair. 


The fleet of the Western River Steamship Company was prepared for the navigation 
season in .a very unsatisfactory manner. A significant number of transport 
ships there were in repair until 25 July. 
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In a number of cases the plans for the winter period included jobs for which 
material and labor resource , replacement parts, and assembly components were 
not supplied. For example, five flat barges of the West Siberian Steamship 
Company were delivered for conversion to hunker barges, which in terms of labor- 
intensity was equivalent to building an equal number of new ships. In the 
White Sea-Onega Steamship Company the volume of medium repair was increased 
almost 20 percent, which held up part of the freighter and towing fleet for 

a long time. 


For similar reasons certain steamship companies did not fulfill the necessary 
volume of ship repair, which prevented them from improving the technical con- 
dition of the ships. As a result of this, in the Northwestern Steamship 

Comany, for example, the number of design No 2760 diesel freighters with various 
restrictions douhled. 


Unfortunately, the Kama, Northern, Vyatka, Sukhona, and Yenisey steamship conm- 
panies did not draw appropriate conclusions from this and this year failed to 
fulfill plans for preparing the parts and assemblies necessary for winter 


ship repair; the volume of zero-stage work was reduced by one-half compared to 
1980. 


The managers of the Northern,Kama, and West Siberian steamship lines display 

a consumer attitude toward the production of spare parts and component equip- 
ment. At the plants of the Northern Steamship Company, for example, less than 
one-half of the capacities for production of machine building output are used. 
Enterprises of this steamship company manufacture only 20,000 rubles worth of 
parts for three types of internal combustion engines. At the same time the 
needs of enterprises in the sector for hydraulic engines for towing winches, 
which are produced at the Velikiy Ustyug Shipyard, are not being met. 


Enterprises of the Kama Steamship Company produced just four percent of the 
total volume of machine building output produced by the sector, and even it 

is not delivered at the agreed-upon times. Thus, with an annual plan to pro- 
duce 800,000 rubles of spare parts for internal combustion engines, in the 
first nine months of this year the Chistopol’ Shipyard had not delivered more 
than 100,000 rubles worth of cylinder heads, bushings, and other parts to 
enterprises of the ministry. 


Serious violations of state discipline have been observed, An inspection con- 
ducted by the RSFSR People's Control Commiitee at the Krasnyy Flot Maintenance 
and Operations Base of the, Volga-Don Steamship Company revealed cases of 
failure to carry out the list of jobs envisioned by the repair departments on 
certain ships, neglect of record-keeping and reports, and incorrect filling out 
of documents reflecting volumes of work done and the technical condition of 
ships when they were turned cver for operation. 


The workers at shipyards and ship crews have been given great and important 
tasks for the 1981-1982 winter period. 


The volume of repair and modernization work is rising eight percent compared 
to last year, which includes 10 percent for current repair and six percent for 
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medium repair. The total labor-intensity of this work is estimated at 31.5 
million standard hours. 


During the period of winter ship repair the technical condition of the fleet 
must be restored and raised to insure its work capability and reliability. 
This can be accomplished if the full set of necessary jobs is done, above all 
on ships going through medium and capital repair, and also by carrying out the 
plan of modernization steps. During the period between navigation seasons 
medium repair on a fleet with a total power output of 650,000 kilowatts must 
be done. After capital repair 190 ships are planned to be put into operation 
in 1982. 


Plans envision more repair work than last year to prepare the fleet by the be- 
ginning of the navigation season to operate on small rivers and tributaries 
and to outfit ships to carry agricultural cargo. 


In addition to standing jobs the plan of modernization measures envisions 
equipping mixed river-sea-going diesel ships of the White Sea-Onega, North- 
western, Western, Volga-Don, Volga Unified, and Amur steamship companies with 
devices to prevent pollution of bodies of water and signals that meet the re- 
quirements of the international convention, These jobs must be given careful 
attention. 


To insure the work capability of hydrofoil ships the Volga Unified Steamship 
Company and the Main Supply Administration of the Ministry of the River fleet 
must take vigorous steps to enlarge the volume of capital repair on M-400 and 
M-401 diesel engines at the Tol'yatti Ship and Machine Plant and to increase 
deliveries of new diesels of these types and spare parts for them. 


Aggregate repair is becoming increasingly important in medium repair jobs. 
More than 2,500 main and auxiliary engines and a large number of various 
auxiliary mechanisms and other ship equipment will be repaired by this method. 


Timely and high-quality performance of assignments for centralized repair of 
ship machinery by the plants is an important condition for successful ship 
repair. The manufacturers of the Nevskiy, Tol'yatti, Balakovo, Omsk, 
Khabarovsk, and other plants which are not doing a satisfactory job fulfilling 
plans for diesel repair at the present time and are slow in building up the 
appropriate capacities, must immediately take all steps they can to correct the 
situation and make up the lag. The plants which perform capital repair of 
diesels should be given help on an urgent basin by the Main Supply Administra- 
tion of the Ministry of the River Fleet to receive scarce spare parts from 
enterprises of the Ministry of Heavy and Transport Machine Building. 


In connection with the annually increasing navigation period, the decrease in 
ship repair time, the increase in the labor-intensiveness of ship repair, and 
the shortage of labor resources, considerable attention must be devoted to 
mechanization of manual jobs. In the last five years the enterprises of the 
steamship companies have received more than 20,000 units of small mechanized 
equipment, including some 6,000 units in 1981 alone. Extensive use of 
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instruments that diagnose without dismantling, testing stands, hydraulic 
lifters and jacks, and electrified and pneumatic tools and equipment will make 
it possible to significantly reduce the lahor-intensity of ship repair and 
raise labor productivity, the quality of work, and the reliability of the 
mechanisms, assemblies and aggregates. 


The managers of certain enterprises and steamships companies underestimate the 
importance of using these technical means. For example, the machinist sec- 
tion, self-repair shop, and BPU [expansion unknown] of the Podtesovo Fleet 
Maintenance and Operations Base of the Yenisey Steamship Company has nothing 
but obsolete drilling machines and machinist's benches. But the ministry is 
able to deliver more than 230 different types of mechanized equipment, 


The intensive 1981 navigation season and the inadequate depths on numerous 
rivers necessitated dock repair on more than 2,500 ships, considerably more 
than the year before. At the same time, during the summer the steamship 
companies of the central and northwestern basins repaired 70 ships fewer than 
in the preceding season, including 52 ships in the Volga-Don Steamship 
Company. 


Inadequate depth in rivers of the East and Western Siberia led to difficulties 
in docking and slipping ships. Therefore, freezing is to be used extensively 
to repair hulls and propeller-rudder groups. It should be kept in mind that 
the number of damaged ships increased 15-20 percent in the Lena Unified, 
Yenisey, West Siberian, and Irtysh steamship companies because of the shallow 
water. 


For this reason we have several urgent tasks: extend the working period of 
ship-hoisting structures as much as possible; increase the volume of freezing 
work and mechanize it; make broader use of refrigeration units; use economical 
devices to heat deadwoods, screws, rudders, and nozzles; use hydraulic lifters 
and other mechanized means for installation and removal operations. 


It has become very important at the Tobol'sk Fleet Maintenance and Operations 
Base, the Gorodets Ship Repair and Machine Plant, and other enterprises where 
the water freezes over in the winter to organize year-round dock work at the 
shipyards. Therefore, we must immediately begin introducing the know-how of 
the Northern Shipyard in Sovetskaya Gavan' (see SUDOSTROYENIYE No 8 1981) 
with using floating docks during the winter. 


After completion of the 1981 shipping season 2,500 crews delivered their ships 
for the winter stand without repair. Plant and steamship company managers 

must give these crews practical help, above all appropriate the essential 
materials and spare parts to insure that the ships are turned over in operating 
readiness according to approved schedules. 


Given the sharply reduced period of winter repair and earlier times for putting 
ships to work it is essential to organize the repair of the non-self-propelled 
fleet so that the times for turning over in technical and operating readiness 
coincide. 
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The workers of the ship repair enterprises understand that only precise or- 
ganization of ship repair, development and introduction of new forms and 
methods of labor, and raising the efficiency of production will insure timely 
and proper launching of the entire fleet in the navigation season of the 
second year of the llth Five-Year Plan. 


COPYRIGHT: Moskva "Rechnoy transport", 1981 
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OCEAN AND RIVER 


SHIPPING PROBLEMS ON MIDDLE VOLGA REVEALED, EXPLAINED 
Volga — The Working River 
Moscow VODNYY TRANSPORT in Russian 26 Sep 81 p 1 


[Article by B. Zakharov, secretary of the Gor'kovskaya Oblast CPSU Committee: 
"Volga — The Working River"] 


[Excerpts] The vast, majestic Volga, which meets the Oka in our city of Gor'kiy, 
flows from one side of our oblast to the other. For centuries the people have 
fondly and gratefully called it their mother and provider. And indeed, the 
Volga is a working river. Our region is greatly indebted to this vitally im- 
portant main transportation route. Above all, it enabled Gor'kovskaya Oblast 

to become a region of broad industrial development with a modern construction 
industry and agriculture. 


When speaking of this we must give tribute to the river workers. Their contri- 
bution to the development of the economy of our oblast, and of other oblasts 
and autonomous republics of the Volga region as well, is unquestioned, They 
work hand in hand with railroad and motor vehicle transportation workers to de- 
liver furniture, petroleum, hard coal, grain, salt, timber, machinery, construc- 
tion materials, fertilizers, and much more to our cities and communities. In 
the last five-year plan alone more than 50 million tons of important cargo, 
above all construction materials, was delivered to the oblast by water transpor- 
tation. 


Of course, the delayed opening of the rivers and failure to have the navigation 
structures of the Cheboksary hydro engineering complex ready on time were a 
major obstacle in fulfilling the assigned tasks, Nonetheless, one of the main 
difficulties in the work of the Volga transportation workers was the fact that 
the party committee, basin committee of the trade union of maritime and river 
fleet workers, economic managers, and specialists were unable in the circum- 
stances to mobilize the collective to raise the efficiency and quality of work 
and reorganize the work system of the transportation fleet. 


The shipping problems remain critical today. The level of rhythm of fleet traf- 
fic and the work of cargo docks has not attained the needed precision. Roughly 
one-fourth of the ships are held up too long for processing in ports. The com- 
mercial and cargo services and the dispatcher apparatus are not working 








adequately. The arrival of diesel shipa at the docks in clusters compli- 
cates the work of port workers. Therefore, it is necessary to give new force 
and concreteness to the slogan of the Volga dispatchers: "Maintain a precise 
rhythm in the transportation conveyor!" 


Enormous fleet downtime occurs during passage through hydro engineering com- 
plexes and for repair in the yards. The problem of eliminating empty runs by 
ships is being solved too slowly. There are shortcomings in the organization 
of the work of large non-self-propelled convoys, and container and stack ship- 
ping is not being properly developed. Many of the shortcomings in the work of 
the Volga transportation workers are linked to omissions in planning shipping, 
poor production and technological discipline, and inadequate introduction of 
progressive and valuable know-how originated by workers in the practical opera- 
tions of the fleet and ports. There are also serious shortcomings with the 
organization of socialist competition and the study and dissemination of pro- 
gressive initiatives. Proper attention is still not being given to questions 
of labor organizations and to establishing optimal conditions for collectives 
to fulfill plans. 


All these things are evidence that the collective of the Volga Steamship Line 
has substantial reserves and opportunities for raising the work efficiency of 
this complex transportation mechanisn. 


The ports and docks of the Gor'kiy water transportation center are located in 
the Nonchernozem Zone of the Russian Federation, which gives us a special re- 
sponsibility for the development and efficient use of waterways located in 

this key part of the country. The questions of improving transportation work 
were pivotal in the thorough discussion held at the recent plenum of the oblast 
party committee. The plenum reviewed a program of measures to improve and de- 
velop the transportation system of the oblast in the llth Five-Year Plan in 
light of the demands of the 26th Congress of the CPSU. It outlined a program 
of activity by communists and all collectives of oblast transportation to meet 
the shipping needs of the economy and the population more fully. 


Water transportation workers have been given the job not only of increasing the 
volume of cargo shipped, but also of significantly broadening the processing 
and carrying capacities of the river ports, including those of the cities of 
Gor'kiy, Dzerzhinsk, and Balakhny and putting new docks in Lyskovo, Kotovo, 

Bor, and other regions of the oblast into operation. At the present time, the 
plenum observed, the development of port facilities is going slowly. In the 
port of Gor'kiy, for example, the volume of loading and unloading has almost 
doubled in recent years, but the availability of highly productive machinery has 
only risen slightly. There are shortages of floating cranes, cleaning and 
other special equipment, and storage space. 


For this reason, special attention was devoted to equipping departmental docks. 
The Gor'kiy water transportation center has examples of good work by such docks, 
in particular the docks of the Dzerzhinsk Chemical Machine Building Plant. This 
plant expanded its production capacity and in the current navigation season 
built and introduced a dock to ship out its equipment. Products from the plant 
are now shifted to customers by water, eliminating the use of railroad transpor- 
tation. 


56 











But most of the docks of cargo owners do not have good equipment. The cement 
dock of Glavvolgovyatskstroy [possibly Main Administration of Construction in 
Volga-Vyatka Regfon] has been under construction for 12 years now. Because 

the Igumnovskaya Central Heat and Power Plant does not have docks, each ton of 
coal shipped into port by diegel ships must be transshipped several times, from 
the ship to the dock storage facility, then to the railroad car, and finally to 
the storage facility at the plant. Each year ships deliver more than 500,000 
tons of salt to the Dzerzhinsk Kaprolaktam Chemical Combine, which also does not 
have well-organized docks. Therefore, the salt is unloaded directly onto the 
natural bank. Construction of a consolidated industrial port in Dzerzhinsk was 
contemplated to avoid losses occurring during transportation and loading- 
unloading work. In 1970 the Gor'kiy division of Giprorechtrans [State Institute 
for Planning in River Transportation] prepared technical documentation for the 
construction of docks in port, but unfortunately the project went no further. 
The docks of the Balakhny Paper Combine are experiencing other difficulties. 
They were accepted for operation back in 1969 with a projected shipping ca- 
pacity of 180,000 tons of paper a year. low are they doing? They are only 
using 20 percent of their capacities today; each year river transportation 
carries only 30,000-40,000 tons of Balakhny paper. This is not just the fault 
of the paper combine, but also of its customers, who are not ready to receive 
paper from river ships. 


The measures approved by the plenum of the oblast CPSU committee also devoted 
attention to another pressing problem: further rationalization of shipping. 
Here there is a great deal for the council on coordination of the work of the 
primary forms of transportation established at the oblast executive committee to 
do. Plans envision switching 900,000 tons of cargo from railroads to the river 
this year already, which is much more than planned. Unfortunately, the develop- 
ment of shipping by combined transportation systems continues to be retarded. 
Tens of millions of tons of cargo — petroleum, grain, hard coal, timber, and 
ore, in short all the things that could be entirely delivered inexpensively by 
the river fleet, are still shipped by railroad running along the Volga. 


Kven with a critical shortage of railroad cars, tires from the Yaroslavl' Tire 
Plant for the Gor'kiy auto builders are not presented for river shipment. 
River workers could increase deliveries of timber for the Balakhny pulp and 
paper combine, but in this case planning bodies have planned things so that a 
significant share of the timber is delivered by railroad. The Bor Glass Plant 
delivers motor vehicle glass to the Volga Automotive Plant. Even during the 
summer it is mostly shipped in trucks, even though calculations and experience 
have proven that the national economy loses 13 rubles a ton by this. Needless 
to say, this is not a state-minded approach. In the summer glass should be 
shipped to the Volga Automotive Plant by water, and in the winter by trucks. 
But the local agencies alone cannot solve these important problems. USSR 
Gosplan and Gossnab must give more help with rationalizing shipping. It is 
time for the managers of certain industrial enterprises to get over their "fear 
of water" in order to make maximum use of river transportation. 


A number of serious problems are related to the extension of the navigation sea- 
son. The Volga river workers have accumulated some experience in this matter. 
But we feel that these are just the first steps. 














Concrete steps must be taken to improve and expand ship repair facilities, 
which are developing very slowly at the present time. There are many problems 
with construction of the Bor Ship Repair Yard. The river workers have major 
complaints against contacting organizations of the ministries of Power and 
Electrification and Transport Construction. We expect that the client, the 
RSFSR Ministry of the River Fleet, will also provide effective help in speeding 
up the construction and reconstruction of a number of our other enterprises. 


Solving all these problems will make it possible to increase the importance of 

this great working river as a highly efficient main transportation route and 

to reliably meet the needs of the national economy and the population. It will 
help river workers fulfill the tasks given to them by the 26th Congress of the 

CPSU more quickly and better. 


Deputy Minister Responds to Criticism 
Moscow VODNYY TRANSPORT in Russian 29 Dec 81 p 3 
[Article: "Response to the Article 'Volga ~— The Working River'"] 


[Text] The Ministry of the River Fleet, writes deputy minister N. Gor'kov, 
reviewed the article "Volga — The Working River," published in VODNYY TRANSPORT 
on 26 September 1981, and confirms the shortcomings noted in it, in particular 
the poor outfitting of certain ports and docks of the Volga Unified Steamship 
Company, in particular departmental docks, failure of contracting construction 
organizations to fulfill plans, fleet downtime, inadequate transfer of cargo 
from rail to river transportation, and others. 


The five-year plan for 1981-1985 and the 1982 plan devote attention to these 
matters. In the llth Five-Year Plan the Volga Unified Steamship Company will 
receive a new, highly productive and economical fleet: self-propelled dry- 
cargo diesel ships produced with load capacities of 11,500 tons, dry-cargo 
barges carrying 2,500, 3,750, and 9,000 tons, and tugboats with 1,200, 1,800, 
and 2,000 horsepower. A 3,000-horsepower tug boat is scheduled for delivery. 


Steps are being taker to set up construction of powerful river icebreakers. 


Construction will be completed on the Bor Ship Repair Yard, the Fleet Repair and 
Operations Depot imeni Kalinin, the wharves and ferry crossings on the reservoir 


of the Cheboksarskaya GES, and a number of other projects. 
The I2th detachment of Podvodrechstroy [Moscow Administration of Underwater Tech- 
nical and Construct lon Work of the RSFSR Ministry of the River Fleet] was formed in 


Gor'kiy to build departmental docks. The Ministry of the River Fleet is par- 
ticlpating in the work of the interdepartmental commission at USSR Gosplan and 
USSR Gossnab, but great difficulties are arising in solving the problem of 
switching cargo from rail to river transportation, 


Thus, each year less timber than planned is presented for shipping with trans- 
shipment through Gor'kiy and Yaroslavl', and significantly less coal and other 
cargo than planned is presented for shipping. 














A further increase in shipping of paper from the Balakhny Paper Combine is being 
held up because the shippers and ports do not have storage space. 


The requests of the Ministry of Timber, Pulp and Paper, and Wood Processing 


Industry for shipment of timber to the Balakhny Paper Combine are being accepted 
in full by the ministry. 


11,176 
CSO: 1829/147 END 


59 








END OF 
FICHE 
DATE FILMED 


Nae ox : 








